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ain trunk line freight on the Gulf, Mobile.& Ohio Railroad from Mobile and 
lew Orleans north to St. Louis now is being handled by 80 new Alco-G.E. 1500 H.P. Diesel-electric loco- 
hotives equipped with Timken Roller Bearings in all journals. 


hese motive power units are arranged to be used singly or inmultiples as required. The upper photo- 
raph shows a locomotive comprising three units totalling 4,500 H.P. The lower photograph shows a single 
100 H.P. unit hauling a medium train. 


More and more Timken Roller Bearings constantly are being used in railroad 


hotive power of all types because they enable locomotives to exert their full 
ractive effort with maximum effect when starting trains; operate with the same 
riction-free smoothness in winter as in summer; eliminate hot boxes; greatly 


TRADE-MARK REG. U. &. FAT OFF 


xtend Jubrication periods; increase availability; reduce maintenance. They can RAILWAY ROLLER BEARINGS 


be applicd to existing motive power as well as new locomotives. The Timken 
holler Bearing Company, Canton 6, Ohio. Cable address “TIMROSCO”. 


USTABALL >) NOT JUST A ROLLER THE TIMKEN TAPERED ROLLER > BEARING TAKES RADIAL AND THRUST LOADS OR ANY COMBINATION 
















THE PENALTY 
OF LEADERSHIP 





As we approach the completion of the 100,000th freight 
car to be equipped with Unit Trucks, we cannot forget 
the debt we owe to those far-seeing railroad men who 
staked their professional careers on their judgment of 


this completely new system of brake rigging. 


The capacity to make momentous decisions, and to face 









the consequences whatever they may be, is the penalty 


of leadership in any field. 


The phenomenal growth of Unit Truck in a few short 
years is but one more indication that our railroad leaders 


possess that capacity in abundance. 


UNIT TRUCK CORPORATION ... . NEW YORK 
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YARD SPRUCED UP: After 16 years of disuse the Baltimore 
& Ohio’s Cone yard at East St. Louis has been given a 
thorough going over, enlarging its capacity and providing 
it with up-to-date two-way communication facilities and a 
new engine terminal, planned to take care of freight 
Diesels when this B. & O. line swings completely to this 
type of motive power. The illustrated article on page 46 
describing the project puts emphasis on the attention that 
was given to adapting the lay-out to handle many classi- 
fications with minimum delay to cars. 





RAILROAD BUYING POWER: Articles in this issue summarize 
the outlays of the Class I roads in January of this year 
for equipment, materials and supplies (page 41), and their 
total expenditures for materials in 1947 (page 51). It is 
not surprising, in the light of data already published and 
of the almost universal increase in the prices of supplies 
and fuel, that the railroads’ bills are bigger than ever be- 
fore—last years purchases of materials and fuel amounted 
to $1,909 million, being larger than in any year in history. 
But the railroads need to spend still more, at present prices, 
to develop the fully modern plant and to obtain the new 
cars and locomotives postwar competitive conditions re- 
quire. If the agencies in whose fostering care the future of 
the industry rests will permit them to earn enough money, 
above payrolls and fixed charges, the railroads will be in 
a favorable position to set a new record in purchases again 
this year. 





COSTLY PROPOSAL: The planners have worked out another 
combination of tunnels and trackage which would make 
it physically possible to run commutation trains from New 
Jersey suburbs directly into a New York mid-city ter- 
minal, doing away with ferries and Jersey-shore passenger 
stations. The scheme is set forth in an article herein. 





SECTION 77 BY-PASS: When President Truman last week 
signed the so-called Mahaffie bill, there was written into 
the Interstate Commerce Act a provision whereby railroads 
and their security owners can work out voluntary ad- 
justments in corporate financial structures and modifica- 
tions of maturities and fixed charges, subject to Interstate 
Commerce Commission jurisdiction, thereby, it is expected, 
reducing the necessity for companies in difficulties to re- 
sort to section 77 bankruptcy proceedings, and simplifying 
the escape of some already in the throes of judicial re- 
orgariization. An article in this issue’s news columns out- 
lines the provisions of the new legislation. 





BRITISH TEST TRAIN: As a means of testing locomotive per- 
formance on the line at a succession of constant speeds, 
each maintained for a sufficient time for the results to be 
significant, the London, Midland & Scottish, before nation- 
alization of the British railroads was effected, had devel- 
oped dynamic braking units for operation in conjunction 


WEEK AT A GLANCE 





with a dynamometer car on lines of variable grades and 
other forms of resistance normally affecting train speed. 
While the recent war delayed the construction of the 
entire outfit, preliminary runs have been made with the 
completed units, the design and functions of which are 
outlined in an illustrated article in this issue. 





COST OF LOBBYING. If any of the readers of brotherhood 
or anti-business publications have the idea that the rail- 
roads are pouring out millions to maintain a “lobby” in 
Washington, the quarterly report of expenses for legisla- 
tive activities of the Association of American Railroads 
must be a disappointment of the first water. It is abstracted 
in our news pages. 





NEW DEMANDS: Without waiting for a final settlement of 
the claims of the three hold-out op brotherhoods for a 
bigger wage boost and more featherbedding than anyone 
else got last year, the non-op unions have served notice 
on the railroads that, come May 10, they consider them- 
selves entitled to another increase in pay of 25 cents an 
hour, an 8-hour day, a 40-hour week, overtime pay for 
Saturday work, and double time on Sundays and _holi- 
days. 





BORDERING ON COLLAPSE: Railroading in Japan differs in 
many ways from railroading in this country, reports Col- 
onel Howard G. Hill, whose informative review of the 
facilities and equipment and operating practices he ob- 
served there forms one of our illustrated articles this 
week (page 43). Practically everything about the Jap- 
anese lines is worn out or obsolete, he finds, and a tre- 
mendous need for new equipment and track materials and 
shop machinery is apparent. How they can be paid for, 
unfortunately, has not yet been figured out. 





A SHARED DISTINCTION: The peculiar talents of John L. 
Lewis for winning public attention to himself cannot be 
denied, but his ability to take advantage of the laws and 
the government’s labor-appeasement machinery for his own 
ulterior purposes (notwithstanding an occasional brush 
with the courts) is not so exceptional. Our leading edi- 
torial calls attention to some other leaders of unions who, 
lacking the miners’ dictator’s love of the spotlight, enjoy 
equal power to tie the country’s commerce and industry 
into knots at their convenience. Those leaders assume 
to speak for the employees of the railroads. It is possible 
that both the mine owners and the railroads eventually 
will be priced out of business unless there is an early 
and conclusive halt to the increase in the cost of pro- 
ducing what they have to sell in a competitive market. 
Since the union bosses refuse to be concerned about that 
dark prospect, the whole responsibility rests on manage- 
ment to avert it. Education of employees and education of 
the public will contribute immensely to the success of their 
endeavors. 

















with today’s installation costs* 
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The lifetime cost of a cable 
rather than its first cost 
is the only true measure. 
Okonite wires and cables, 
built to stand up better and 
longer, can offset high in- 
stallation costs. 


















' For obtaining rubber insulation of the highest‘dependability, 

Okonite researchers and independent authorities, too, remain convinced that only 
the highest grade natural rubber provides all the needed factors. That’s why, in 
spite of its premium price, Up-river Fine Para rubber is still used by Okonite for 
insulating wires and cables. 

Its long life is proved. Service records over the years establish this beyond ques- 
tion. It possesses greater uniformity, and accumulated data show it gives better 
aging-qualities than plantation or any other type of rubber. 

Okonite cannot afford to endanger its customers’ best interests by sacrificing the 
known value of Up-river Fine Para rubber for the lower-cost synthetic rubbers which 
have no extended service record. Experience has shown that accelerated aging tests, 
however promising, are not a sound basis for judging the life of products having 
different components. 

Published evidence demonstrates that synthetic rubbers — no matter how well 
compounded — give inferior results in 2 or more of the following essential char- 
acteristics: elongation, tensile strength, insulation resistance, power factor, effect 
of moisture on electrical properties, consistent and stable electrical values. 








Find out more about the steps Okonite engineers are taking to build true value 
into cables. The selection of rubber is only one of many described in Research 
Publication RA-101. Address The Okonite Company, Passaic, N. J. 
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UNION POLICY IN COAL AND TRANSPORTATION 


y, 

ly ; 

" The railroads — including members of their Right now the leaders of three of the railway 

‘ unions as well as their owners and customers— unions have rejected the award of an “emergency 
have suffered greatly from the prolonged coal board,” named under the Railway Labor Act, and 
strike, which the miners’ chief, John L. Lewis, this threaten to take coercive action unless the rail- 

6 week graciously consented to terminate. Many rail- roads agree to grant larger concessions than the 

r road men, including organized employees, are in- emergency board has found to be justified. The 








clined to be critical of Mr. Lewis for the damage 
this strike has done to them and to the country. 
But an industry which has to tolerate the degree 
of domination that the railroads do from aggressive 
union leadership is in a poor position to be very 
critical of union behavior in the coal industry. 
Mr. Lewis does not like the labor law under 
which he is required to operate, so he either finds 
loopholes in the law or flagrantly violates it (which 
of the two phrases describes his conduct being a 
question for the courts to decide). Similarly, on 
the railroads, there are union leaders who do not 
like some of the provisions of the labor law under 
which they operate, so, like Mr. Lewis, they too 
refuse to abide by its provisions—in spirt, even 
though they do not often flout them literally. So 
far, unlike Mr. Lewis, the railway unions which 
have elected to defy the intent of the law (e.g., in 
the 1946 strike) have come off quite unscathed— 
and their law is a much more lenient one than the 
Taft-Hartley law. Mr. Lewis did not write the 
Taft-Hartley law. The railway labor leaders did, 
in effect, write the Railway Labor Act. 





law does not expressly forbid strikes after the 
routine of the Railway Labor Act has been fol- 
lowed, as it has been in this case, but the spirit of 
the act certainly contemplates that disputants will 
abide by emergency board decisions unless some 
compelling reason can justify failure to do so. The 
weight of the evidence is overwhelmingly against 
the existence of any such excuse in this case, be- 
cause the emergency board decision followed the 
pattern of wage adjustments which all other rail- 
way unions accepted voluntarily or under arbitra- 
tion, with no trace whatever of compulsion. 

There is nothing furtive or clandestine about 
John L. Lewis. When he wants something, he goes 
directly after it with the spotlight of publicity in 
full play upon his action. If the people do not 
approve his behavior, they are given every oppor- 
tunity to know what he is doing—and thus to make 
known their opinion of him. He wanted a more 
liberal helping for his members out of the coal 
industry’s pension funds, so he demanded and got 
it directly from the employers. The railway unions 
in 1946 cast a similarly covetous eye on the huge 

























fund which had been accumulated under the dis- 
criminatory level of taxation levied upon the rail- 
roads for the relief of unemployment—and they 
raided the fund by successful unilateral legislation 
known as the Crosser Act. Congressman Crosser 
has additional legislation of this kind now pending 
for the further distribution of railroad “social se- 
curity” resources. 

The railway unions, or some of them at any rate, 
indicate by their behavior that they join Mr. Lewis 
in believing that justice is “the will of the strong- 
er,’ and they proceed to take what they want— 
the difference being that Mr. Lewis operates in a 
blaze of publicity while the railway unions proceed 
as unobtrusively as possible. Economically and 
morally, there is little to choose between them, 
except that Mr. Lewis is more forthright. 

Both Mr. Lewis and the railway unions are tak- 
ing advantage of a period when fuel and freight 
transportation—of any kind—are in short supply, 
to establish high labor costs in the mines and on 
the railroads. As long as the demand for fuel and 
transportation exceeds the supply, these union 
activities can largely achieve their objective without 
serious effect on mine or railroad employment. 
When there is once more a “buyers’ market” in 
fuel and freight transportation, however, (as there 
is already in passenger transportation), followers 
of such labor leaders will come to a painful un- 
derstanding of the meaning of the phrase “pricing 
themselves out of the market.” 

Management has a responsibility to employees, 
no less than to owners and customers, to resist to 





PROGRESSION 


Britain has taken another step in its progression toward 
the abolition of private capital and the free enterprise 
system. Its government now proposes a capital tax that 
is confiscation with a vengeance. 

We have never been deluded by the rosy theory that this 
British socialism could be some middle road between a 
free society and complete statism. Once a community em- 
barks on the way of state socialism there is no stopping 
place short of complete oblivion for individual economic 
freedom. The obliteration of private capital in England 
may come more slowly than in, say, Russia, but it seems 
to be coming just as relentlessly. 

The taxing power is the present instrument of destruc- 
tion. The new British budget proposes a tax on invest- 
ment income which can be greater than the income itself. 
For instance, a £50,000 investment income would pay 
the regular tax of £45,000 and in addition a new special 
tax of £24,000. In short, the government not only taxes 
all the investor’s income but £19,000 besides. 

In such an air private capital cannot long exist. What 
can will flee. What cannot, will be swallowed by the state. 
There will be no new capital except what the state ac- 
quires by taxing. And as private capital dwindles the 
state must inexorably levy more and greater taxes. 

What can the end of such a progression be but a society 
in which there is nothing except what belongs to the state? 
—The Wall Street Journal 
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the utmost further exactions by short-sighted union 
leadership; and to press for such changes in labor 
legislation as are necessary to give them the oppor- 
tunity to resist successfully. There need, however, 
be nothing bad-tempered about such resistance. 
This issue can be honestly and fully explained to 
employees in terms of their own long-term self- 
interest. Experience does not indicate that, to 
enjoy amicable labor relations, management has 
to cave in quickly before every demand upon it. 





KEEPING EARNINGS 
PROSPECTS FAVORABLE 


Most of the railroads are going to report quite 
unsatisfactory earnings for March, of course, be- 
cause of the coal strike—and many of them did 
not do so well in January and February. In the 
first two months, net railway operating income was 
about 20 per cent under that of a year ago. How- 
ever, a check of the earnings reports of individual 
Class I railroads appearing elsewhere in this issue 
reveals that almost half of them earned more net 
railway operating income in the first two months 
of this year than they did in 1947. 

From here on out the earnings outlook, barring 
a third round of wage increases, appears much 
brighter—a prospect that the stock market is re- 
flecting in average prices for railway stocks which 
are higher than at any time since the late summer 
of 1946. Much depends, of course, on the final 
disposition which the Interstate Commerce Com- 
mission makes of the freight-rate increase appli- 
cation. A possible temporary aid to passenger 
revenues may come from the shortage expected 
this summer in gasoline. There is no indication of 
any lasting recession in freight traffic. The ship- 
pers’ boards, as reported in our April 3 issue, 
expect a 3.5 per cent increase in loadings in the 
second quarter. It is hard to find a business econ- 
omist who foresees any let-up this year in the pro- 
duction of most of the commodities the railroads 
haul. 

The railways’ earnings prospects, in short, are 
quite favorable—for as far ahead as it is safe to 
predict, these days. One of the principal reasons 
that they are favorable is that the railroads’ cus- 
tomers have seen the necessity, in their own in- 
terest, of permitting the railroads to earn enough 
to keep their properties and their service adequate 
and up-to-date. It seems quite likely that the capi- 
tal expenditures of the railroads in 1947, at the 
highest level in 17 years, may have played a signifi- 
cant part in establishing the customer attitude 
which makes 1948 earnings prospects as favorable 
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as they are. There probably is no more dependable 
way of inducing the public to see the value, to it, 
of reasonably attractive railroad earnings than to 
call continuous attention to the close connection 
which exists between what the railroads are al- 
lowed to earn, and the sums which they spend for 
enlarged and improved plant and equipment. 





HOUSECLEANING THE 
FIXED PROPERTIES 


While much of the work of the engineering and 
maintenance-of-way forces is necessarily seasonal 
because of weather conditions, one item which 
should be continuous throughout the year—but too 
often isn’t—is that of getting rid of all obsolete, 
little-used or abandoned facilities. Even where this 
fact is fully appreciated, there are often “reasons” 
in one department or another why an unused or 
little-needed switch, siding, water plant, station or 
other facility should not be removed, with the re- 
sult that hundreds of unnecessary items are car- 
ried on the books, eating into net income through 
otherwise avoidable taxes, insurance charges, 
maintenance expense and, often, operating costs. 

Back in the Thirties, the railroads became quite 
“retirement-conscious,” with the result that thou- 
sands of unnecessary units of property went to the 
scrap heap on nearly every road. That was one 
benefit that came out of those trying years, but its 
full value will have been lost if the lesson then 
learned is not made to stick by continuous appli- 
cation. 

That at least one road has not dozed off in this 
matter since the urgency of the depression is seen 
in the fact that, since 1938, while constantly im- 
proving its services, this road has retired 397 mi. 
of unproductive branch lines, 708 mi. of unneces- 
sary sidetracks, 264 freight and passenger stations, 
800 other station buildings, 392 enginehouse stalls, 
678 other shop buildings, 142 fuel and water sta- 
tions, 759 signals (in large part as the result of 
respacing), 1,409 mi. of right-of-way fence, and 
1,405 other miscellaneous structures. And 1947’s 
retirements were equally as impressive as those 
of earlier years. 

Retirements of fixed property on any progressive 
railroad are as inevitable as the retirement of 
worn-out box cars—as the construction of new 
facilities. In fact, lack of continuing retirements 
may be a sign of stagnation or retrogression, es- 
pecially in these days of change in transportation. 
Spring, with the universal urge it brings to clean 
house, should be a good reminder of this important 
detail of sound railroad practice. 
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| REPAIR FACILITIES PAY 
SURPRISING INVESTMENT RETURNS 


The railroads have always been the object of 
criticism from many people connected with manu- 
facturing and industrial engineering for the man- 
ner in which they have retained a wide variety of 
mechanical facilities in car and locomotive shops 
and enginehouses in service long after they have 
reached the end of their economic life. 

Probably the greatest criticism has been directed 
at the investment in machine tools and related 
equipment in locomotive repair shops. It has been 
estimated that this investment has a present book 
value of somewhat between $300 and $400 million 
and that more than 75 per cent is obsolete and poor- 
ly suited to present-day needs. Whether or not this 
is true is difficult to prove. 

To quote one railroad officer, “it would cost more 
money to find the answer than could be saved by 
the use of the information if the answer was 
known.” 

This may, or may not, be the real reason why no 
general effort has ever been made in the railroad 
industry to study the potential economies that 
might be effected by the modernization of car and 
locomotive repair facilities as a large-scale program. 
But if those who are responsible for financing 
improvements and the managements of the rail- 
roads today are not fully aware, under present-day 
labor conditions and costs, of the opportunities for 
large-scale savings, it is either because mechanical 
officers are poor salesmen in their dealings with 
top management or because top management itself 
has failed to set up the necessary organization to 
find out what could be accomplished. 

Here’s just one example of what we mean: One 
large road, about seven years ago, put a trained 
shop engineer on the job to find out where and 
how savings could be effected. At the end of last 
year that road had invested approximately $2 mil- 
lion in new machine tools and shop equipment and 
the accumulated savings as a result of that two- 
million-dollar investment were a few dollars under 
$3 million. 

Furthermore, of all the individual items of 
equipment involved in the modernization program 
there was not one that would require a total amor- 
tization period of more than 61 months and some 
were only 36 months. 

Of all the large railroads in the country there 
are probably not a dozen where a wide-awake shop- 
engineering department could not make similar 
savings. Mechanical officers continue to find 


themselves in the position of having more and more 
new and complicated equipment given them to 
maintain “with what they’ve got” of obsolete and 
inadequate shop tools and facilities. 
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BRITISH MOBILE LOCOMOTIVE TESTING PLANT 





One of the test trains. The mobile testing unit is coupled to the tender. The dynamometer 
car is next. The structure on the front of the engine carries a cup anemometer and vane 
whereby the speed and direction of the wind are electrically recorded on the dynamometer chart 


| t has been the custom for many years on the London 
Midland & Scottish* to test locomotives by means of 
a dynamometer car, interposed between locomotive and 
cars, which records on a moving chart speed, tractive 
force, and units of work done. These tests have been 
carried out under ordinary 1unning conditions on the 
line, in which the speed varies from point to point 
according to the natural variations of gradients and 
other forms of resistance. The results so obtained, 
usually stated as the coal and water consumed per 
drawbar horsepower-hour, clearly only give a result 
which is an average of all the changing conditions 
experienced throughout the run. Rigidly accurate com- 
parisons could not therefore be made, but results of 
sufficient practical accuracy for design policy purposes 
have been obtained, provided the comparisons were 
made over the same route and with the same weight of 
train. 

With the narrowing down of the economies to be 
obtained from further technical progress a more accu- 
rate means of locomotive testing on the line has be- 
come necessary, and to this end means have to be 
found of working the test engine at a succession of 
constant speeds, each of which has to be held for an 
appreciable period of time. An inherent difficulty in 
this is the maintenance of reasonably constant condi- 
tions over a sufficient length of time to enable reliable 
observations to be recorded. 

In certain countries, such as Germany, Poland and 
Russia, long stretches of practically level and straight 
track exist over which tests can be carried out under 


*Absorbed January 1 by the British Railways as provided by the 
law nationalizing that country’s transportation. 
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L.M.S. develops a test train consisting of 
dynamometer car and three dynamic braking 
units for maintaining uniform speeds over 
variable profile 





such conditions, using compression brakes or other 
means to ensure constant speed. In Great Britain, 
however, such facilities are difficult to obtain. 

On the L. M. S., for example, there is no suitable 
stretch of line for carrying out tests of this kind; the 
best section available is probably between Euston 
(London) and Rugby, but the profile of this line is such 
that it would be difficult to maintain constant speed for 
any length of time, even by the use of braking loco- 


- motives. 


Three Braking Units 


Constant working conditions of a locomotive could 
be maintained on undulating track if the resistance of 
the train could be immediately adjusted to compensate 
for the effects of gradients, curves, ete., when the 
equivalent of straight and level track would be ob- 
tained. It was found on investigation that this could 
be done by the use of electric locomotives with rheo- 
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static braking having a very sensitive form of control 
that would maintain an exactly constant speed irre- 
spective of changes in the drawbar pull of the engine 
or the resistance of the track. 

A new test train, known as a mobile testing plant, 
was authorized in 1936, comprising a special tender, 
a dynamometer car and three braking units. Each of 
the braking units is, in effect, an electric locomotive 
designed for braking instead of pulling, and capable 
of absorbing up to 1,500 hp. These three units are 
quite similar in design except that they, have different 
gear ratios for testing different classes of locomotives 
and have maximum speeds of 50, 90, and 120 m. p.h., 
respectively. They may be used singly or in any com- 
bination and, together, will give a maximum braking 
effort of about 51,500 Ib. The master controls for all 
three braking units are mounted in the dynamometer 
car, which thus serves both as an independent vehicle 
for controlling the braking units and to measure the 
speed and drawbar pull of the locomotive. 


Used During the War 


The three braking units were practically completed 
in 1939, and used during the war as emergency power 
generators; they, were being reconditioned last summer. 
At that time the tender and the dynamometer car were 
uncompleted, but tests are already being carried out 
using the low-speed unit and the road’s No. 1 dyna- 
mometer car, which is being equipped with the master 
controls and other necessary apparatus. 

The special tender, which can be attached to any 
locomotive of standard type, is intended for measuring 
the rates of consumption of coal and water during the 
test. Three long tons of coal, previously weighed out 
into hundredweight bags, can be carried in a special 
compartment and brought forward as required. A fur- 
ther three tons of loose coal, for use at other times than 
the periods of test, can also be carried in a bunker of 
normal shape. The tank contains 3,500 gal. of water, 
and the feed from the tender to the locomotive is meas- 
ured by a displacement-type water meter. A corridor 
connects the front of the tender with the dynamometer 
car so that access may be obtained to the locomotive 
footplate during the run. 


New Dynamometer Car 


The new dynamometer car will have the form of a 
double-truck coach with a single additional unflanged 
road wheel mounted on the leading truck for accurately 
measuring the speed of the train and the distance trav- 
elled. The car will contain an Amsler hydraulic dy- 
namometer coupled to the leading drawhook through a 
friction draw-gear. The dynamometer is connected with 
a recording table which will give a continuous record 
of drawbar pull, speed, work done, etc., on a basis of 
either time or distance. The master controls of the three 
braking units are fitted in a desk panel and instruments 
are provided to indicate the loading of each of the units. 
Another panel will carry, instruments, such as tempera- 
ture indicators, etc., for studying the working of the 
locomotive while running. 

The braking units are similar in construction to very 
powerful motor coaches, the “motors” being actually 






























































Interior of the auxiliary engine room located in the middle of 
each braking unit 





Generators of the medium and high-speed trucks which are 
supported directly from the truck frames by brackets 


The control compartment in which the principal controls of 
each braking unit are centralized 








generators resisting the motion of the train. The power 
generated is absorbed by banks of resistance grids 
which are cooled by being located in vertical chimneys 
up which a current of air is forced by motor-driven 
fans. The energy of braking is thus finally, dissipated 
in two columns of hot air expelled vertically through 
openings in the roof which are protected by sliding 
covers when not in use. As the full power of the 
generators may be required at very slow speeds, they 
are separately blown by motor-driven centrifugal fans. 
The large amount of auxiliary power required for the 
resistance fans, for the blowing and excitation of the 
generators, and for other purposes has necessitated the 
provision of an auxiliary generating set comprising a 
100-hp. Diesel engine and generators. The auxiliary 
generator is connected in parallel with a 120-amp.-hr. 
battery which provides standby power in an emergency 
and heating and lighting when the generating set is 
not running. Separate auxiliary generators driven 
from the same engine provide the excitation for the 
main generators and an alternating current supply. 
The auxiliary engine room is located in the middle of 
each braking unit. 


Generator Suspension 


The trucks of the braking units are of the four- 
wheel type, each having two generators rated at 375 
hp. each. In the trucks of the low-speed unit the gen- 
erators have suspension bearings and are supported by 
the axles as in a normal motor coach. In view of the 
weight of these generators and the high speeds for 
which they are required, this arrangement is not de- 
sirable for the higher-speed units; the large unsprung 
weight on the axle would have tended to damage or 
severely wear the track. The generators of the medium- 
and high-speed trucks are, therefore, supported directly 
from the truck frames by brackets and the generator 
shaft is geared and connected to the axle by means 
of Andrews-English Electric flexible axle drives which 
were made by the railway under license. These drives, 
which were specially developed for use in high-pow- 
ered motor coaches, permit the axle to move vertically 
perfectly freely, as required by the suspension. They 
are self-alining and permit a certain amount of lateral 


38 (754) 





One of the three breaking units which, with a dynamometer car and special tender, make up the mobile testing plant 


movement to allow for clearances in the boxes or dis- 
tortion of the truck frame. 

Considerable attention has been given to the design 
of the automatic control which regulates the loading 
of the main generators so that constant speed is ob- 
tained. On the dynamometer car a small tachometer 
generator is driven from the unflanged wheel and 
generates a voltage proportional to the speed of the 
train. This is balanced against a fixed voltage repre- 
senting the speed to be maintained sp that the differ- 
ence represents the error between the actual and the 
required speeds. This voltage is amplified and trans- 
mitted down the train to the braking units in each of 
which is a thyratron rectifier set controlling the main 
generator excitation. Stabilizing devices are introduced 
in order to avoid the various forms of “hunting” that 
would otherwise occur. Each unit has also a master 
control so that it may be operated independently of the 
train if desired. The principal controls of each braking 
unit are centralized in a compartment at one end of the 
vehicle. 


Tests Began in 1939 


During 1939 several series of tests were carried out 
on an 0-6-0 freight locomotive on the Derby-Leicester- 
Burton circuit, and further tests were under way when 
the war began. Measurements of the resistance at con- 
stant speeds of a number of coaches of standard type 
are now being made on the line between Rugby and 
Peterborough. 

One of the test trains in this investigation is illus- 
trated. The mobile testing unit is coupled to the tender. 
Next is the dynamometer car which is measuring the 
tractive resistance of the eight coaches behind it. A 
light structure mounted temporarily on the front of 
the engine carries a cup anemometer and vane whereby 
the speed and direction of the resultant wind are elec- 
trically recorded on the dynamometer chart. 

The basic principles of these units were evolved by 
Dr. H. I. Andrews of the L.M.S. research department, 
and the subsequent development and construction were 
carried out at the Derby shops under the direction of 
the road’s chief mechanical engineer, and the B.T.H. 
Company, Rugby. 


Railway Age—April 17, 1948 















ADDITIONAL NEW YORK RAILROAD LINK 


UNDER STUDY IN NEW JERSEY 





A plan for a direct railroad line permitting the un- 
interrupted passage of trains from any point in New 
Jersey into mid-Manhattan, and the construction there 
of an underground union passenger terminal serving 
all New Jersey railroads, with the exception of the 
Pennsylvania, has been recommended for study to the 
governor and legislature of New Jersey by the state’s 
Department of Economic Development. Proposals to 
bring about this New Jersey-New York connection 
were included in the annual message of Governor Dris- 
coll of New Jersey to the state legislature, as reported 
in Railway Age of January 17, page 56. The plan, 
based on research by Col. L. Alfred Jenny, consulting 
engineer of Dumont, N. J., involves construction which, 
it is estimated, would cost about $117,840,000, exclusive 
of terminal real estate but including preliminary ex- 
penses and the cost of financing and interest during 
construction. 

According to the plan, the first links in New Jersey 
would begin at the west portal of a tunnel to be built 
from North Bergen under the Hudson river to provide 
direct access to the union passenger terminal which 
would be located between Seventh and Sixth avenues 


and 50th and 49th streets in New York. This trackage 
would include a short connection at New Durham to 
serve the Northern of New Jersey (an Erie affiliate), 
the West Shore (New York Central System), and 
the New York, Susquehanna & Western, and two other 
proposed lines which would spread out from North 
Bergen, one going west and the other south. The 
westerly link would be a new railroad across the 
Hackensack meadows to Kingsland, a station south of 
Lyndhurst on the Boonton branch of the Delaware, 
Lackawanna & Western. This would connect also with 
the nain line of the Erie and with the New Jersey & 
New York (controlled by the Erie), at a place desig- 
nated as “Meadows.” 

The third link also would be a new railroad going 
south across the Hackensack meadows to a point south- 
east of Newark and making connection with the New- 
ark branch of the Erie, the main line of the Lacka- 
wanna, the Baltimore & Ohio, the Lehigh Valley and 
the Central of New Jersey. All of these new lines 
would be electrified and built in the open. Portions of 
connecting railroads also would be electrified for com- 
mutation train operation into New York. 
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At North Bergen a transfer station would be pro- 
vided, permitting people from the northeastern section 
of New Jersey, to go to Newark and points beyond by 
rail without loss of time. The entire project, it is es- 
timated, would take about 5 years to build and about 
16,000 men would be engaged in its construction. 

In order to reduce the cost of real estate needed for 
the New York terminal, the plan contemplates a two- 
level railroad development, with incoming trains using 
the lower level and outgoing trains the upper level. 
Incoming trains, after unloading, would proceed over 
loop tracks to the upper level where they would be 
immediately available for outbound service. If not 
needed immediately they could be stored there tem- 
porarily or moved to a yard in the Hackensack mead- 
ows. Each level would have 14 tracks with seven 
platforms, long enough to hold 10 to 14 cars. Since 
many New Jersey passenger trains have fewer cars 
than provided for at the terminal platforms it would 
be possible to consolidate two such trains into one at 
North Bergen and thus reduce the number of trains 
going through the tunnels. It has been estimated that 
with such an arrangement, at least until the traffic grew 
considerably, it would be possible to handle all the 
traffic in two one-track tunnels. 


Freight Connection Proposed 


To take full advantage of the underwater connections 
with New Jersey, it is proposed to bring freight trains 
of limited size through the tunnels during non-rush 
hours. For that purpose a freight connection is planned 
with the west side tracks of the New York Central. 
One or two union freight terminals could be established 
along this connection. If, at some future time, the 
available New York subways become overcrowded, it 
is contemplated to build a new subway from the pas- 
senger terminal to Grand Central Terminal, thence 
to Fifth avenue and down to the Battery, with an 
extension under the Hudson river to Jersey City con- 
necting with the Central of New Jersey. Where the 
new subway crossed the 33rd street tracks of the Long 
Island a new station would be provided for L. I. trains, 
thus offering direct connections from the new terminal 
with Grand Central Terminal and the Long Island. 
The Seventh avenue subway would connect the ter- 
minal with Pennsylvania Station. 

With such a development as the one proposed, the 
report said, it would be possible for all passengers to 
save considerable time and much inconvenience. “The 
primary beneficiaries would naturally be the vast army 
of daily commuters, gaining about 1 hour per day in 
traveling time. It must be realized, however, that such 
a project will not only benefit the region in New 
Jersey adjacent to New York, but also the vast hinter- 
land stretching as far as Buffalo or even Chicago, be- 
cause all passengers, from any point on these various 
railroads, could then travel in comfort directly into the 
heart of Manhattan. The railroads themselves will gain 
very materially from this. For this combination of rea- 
sons this project assumes a national character and 
deserves recognition accordingly.” 

According to a traffic prognostication in the report, 
the Lackawanna would become the most important user 
of the proposed new terminal, with the C. of N. J. 
second, the Erie third and the West Shore fourth. It 


40 (756) 





also was pointed out that the first three of these roads 
now have passenger terminal facilities occupying very 
large and costly waterfront areas in Hoboken and 
Jersey City which could be used to much better ad- 
vantage for freight and industrial purposes. “None of 
these waterfront facilities,” the report added, “should 
be used for railroad passengers whose destination is 
New York city. All of these passengers should be 
brought directly into Manhattan on rails. Hoboken and 
Jersey City would thus gain from a proper development 
and better use of these waterfront areas. The same 
things holds true for the West Shore’s terminal.” 

Discussing the methods by which the entire project 
could be financed, the report said: “It is believed that 
no progress can be made if this matter is left to the 
railroads to settle. They have too many other problems 
to handle requiring their full attention and financing. 
. . . It may be possible to induce private capital to 
underwrite such a project at, say 2 or 2% per cent. It 
would naturally be necessary in return to give some 
concessions, such as the development of air rights over 
the terminal, etc. The disadvantage would be the fact 
that taxes would have to be paid. . . . That would 
materially increase the rates which would have to be 
charged to the users of this facility and they may be 
so high as to discourage them.” 

The financial plan discussed in greatest detail in the 
report is a “kind of partnership between private capi- 
tal, the railroads and the public. . .. To carry this out 
it would be necessary to create a non-profit corporation 
which would (a) finance and dire¢gt the construction 
of the project, (b) lease it to a terminal company (an 
operating company) composed of the various railroads 
who would operate and maintain these facilities, (c) 
be responsible for meeting interest and amortization 
charges and (d) when amortized, say in 50 years, turn 
the property over to the railroads as trustees for the 
public (or some other agency) who would give the 
public the benefit of reduced fares only sufficient to 
meet operating and maintenance costs at that time. . . 
Such a plan . . . would naturally require concurrent 
legislation in the states of New Jersey and New York. 
... Such legislation should also make the undertaking 
tax-free. If that is not done, all charges would have to 
be increased by about 50 per cent ... [and] some con- 
tribution should be asked for from the states, or federal 
government.” 








Alco-built Diesel recently put in service on the Missouri Pacific 
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Suggesting the tremendous volume of supplies handled by railroad stores departments. A view at the Illinois Central stores at 
Paducah, Ky., showing an overhead crane which is an important factor in low handling costs at this station 






JANUARY BUYING UP 8 PER CENT FROM LAST YEAR 


estimated cost is $36,852,000, and 84 Diesel-electric 























. ~ January Purchases® locomotives for whose purchase approximately $20,- 
ao $ cae 600,000 was appropriated. 
Crossties 5,233,000 In classifications other than equipment only buying 
Other Material 87,206,000 of crossties showed any increase from December. Fuel 
Snes mines and equipment were the items that combined to bring 
Total of Mfd. Products $164,582,000 about the 8 per cent increase that January showed over 
Fuet 72,156,000 January of 1947. 
Grand Total $236,738,000 All inventory figures are as of the first of the month 


mentioned. 





* Subject to revision 


il Amount placed on order 








- JANUARY PURCHASES* OF MANUFACTURED GOODS 
(EXCL. EQUIP. & FUEL) 


D uring the month of January, the Class I railroads 
Jan. ‘48 Compared to Jan. ‘48 Compared to 


: “cele Pecan : oy 
ne! the United States spent an estimated total of $236, Other Jans. (000) Other Months ’47 (000) 
8,000 for equipment, materials and supplies. This 
scares See le ‘ Year Amt. % Change Month Amt. % Change 
represented an increase of more than 8 per cent over ; 
ae a ! 1942 76,930 +30 Feb. ‘47 921% +48 
expenditures for like items in the same month of 1947. 1943 57848 +72 Apr. ‘47. 115,189 —13 
Of this total, $64,827,000 went into equipment orders. 1944 78305 +27 June ‘47 106,049 —6 
This was an increase of $6,773,000 over the volume of 1945 77,944 +28 Aug. ‘47 108,656 — 7 
equipment orders placed in January of last year. These a oe Pigs a be He go py ; 
orders included 59 passenger cars at an estimated cost —j94g_--99,755 pte 48 99,755 


of $7,375,000, 9,213 freight cars, of all types, whose * Subject to revision 
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JANUARY PURCHASES* OF RAIL JANUARY INVENTORIES OF CROSSTIES 


Jan. ‘48 Compared to Jan. ‘48 Compared to Compared to Compared to 

Other Jans. (000) Other Months ‘47 (000) Other Jans. (000) Other Months ‘47 (000) 
Year Amt. % Change Month Amt. % Change Year Amt. % Change Month Amt. % Change 
1942 3071 +138 Feb. ‘47 7,109 + 3 1942 48,426 +75 Feb. ‘47 88,293 — 4 
1943 4811 + 52 Apr. ‘47 6,843 +7 1943 52,977 +60 Apr. ‘47. =: 97,549 —13 
1944 6423 + 14 June ‘47 6,459 +13 1944 67,964 +25 June ‘47 = 89,782 — 6 
1945 5,734 + 28 Aug. ‘47 7,710 —5 1945 72,434 +17 Aug. ‘47 86,066 —2 
1946 5,089 + 44 Oct. ‘47 8,278 —13 1946 72,519 +17 Oct. ‘47 87,829 —4 
1947 7809 + 6 Dec. ‘47 7,795 — 6 1947 83,89] + | Dec. ‘47 89881 — 6 
1948 7,316 Jan. ‘48 7,316 1948 84672 Jan. ‘48 84,672 


*Subject to revision 


JANUARY INVENTORIES OF OTHER MATERIAL 


JANUARY PURCHASES* OF CROSSTIES Jan. ‘48 Compared to Jan. ‘48 Compared to 
Jan. ‘48 Compared to Jan. ‘48 Compared to Other Jans. (000) Other Months ‘47 (000) 
Other Jans. (000) Other Months ‘47 (000) Year Amt. % Change Month Amt. % Change 
Year Amt. % Change Month Amt. % Change 1942 338,839 +67 Feb. ‘47 490,734 +15 
1942 4871 +. 7 Feb. ‘47 6,704 —2) 1943 375,376 +51 Apr. ‘47 519,985. +9 
1943 4,037 +30 Apr. ‘47 8819 —4] 1944 382566 +48 June ‘47 542,09 +4 
1944 6,895 —24 June ‘47 8,174 —36 1945 437575 +29 Aug. ‘47 558,118 + | 
1945 5,601 —7 Aug. ‘47 8996 —42 1946 435,326 +30 Oct. ‘47 558,987 + | 
1946 5,822 —10 Oct. ‘47 6,915 —24 1947 476625 +19 Dec. “47 553,473 + 2 
19497 7179 =—27 Dec, ‘47 511 + 2 1948 565,735 Jan. ‘48 565,735 
1948 5,233 Jan. ‘48 5,233 
JANUARY PURCHASES* OF OTHER MATERIAL ap tage a 1 
; . Jan. ‘48 Compared to Jan. ‘48 Compared to 
Jan. ‘48 Compared to Jan. ‘48 Compared to Other Jans. (000) Other Months ‘47 (000) 
Other Jans. (000) Other Months ‘47 (000) * a 
Year Amt. % Change Month Amt. % Change 
Year Amt. % Change Month Amt. % Change 
; 1942 8,808 +61 Feb. ‘47 11,929 +419 
1942 68,988 +26 Feb, Al 78,383 +11 1943 9'805 4.45 Apr. ‘47 11/221 “77 
1943 49,000 +78 Apr. ‘47 99,527 —12 1944 9628 +48 June ‘47 10,929 430 
1944 64,987 +434 June ‘47 AIS — 5 1945 10155 +40 Aug. ‘47. 9880 +44 
1945 66,609 +31 Aug. ‘47 91,950 — 5 1946 11,258 +26 Oct. ‘47 10426 +36 
1946 66,944 = +30 Oct. ‘47 94861 — 8 1947 12572 +13 Dec. ‘47 + 15,134 —6 
1947 86,800 + | Dec. ‘47 92,273 —5 1948 14211 Jan. 48 14211 
1948 87,206 Jan. ‘48 87,206 ‘ . : 
*Subject to revision 
JANUARY INVENTORIES OF FUEL 
JANUARY PURCHASES* OF FUEL Jan. ‘48 Compared to Jan. ‘48 Compared to 
Jan. ‘48 leona to . Jan. ‘48 Compared to Other Jans. (000) Other Months ‘47 (000) 
Other Jans. (000) Other Months ‘47 (000) Year Amt. % Change Month Amt. % Change 
Y Amt. % Ch Month Amt. % Ch 1942 42,040 +72 Feb. ‘47 51,164 +35 
a “ cs” 108 oe «at Apr. ‘47 51,207. 4:35 
1942 32851 +119 Feb. ‘47 54612 +32 1944 50.221 1 
‘ 40 , +37 June ‘47 56,510 +23 
1944 50341 + 43 June ‘47. 50,176 394-44 ‘ -_ d 
1 1946 51,816 +33 Oct. ‘47 56,621 +22 
1945 47826 + 5] Aug. ‘47 55,529 += +30 ' 
1 1947 49,873 +38 Dec. ‘47 64,847 + 6 
1946 51312 + 41 Oct. ‘47 60,414 +19 1948 69.031 j 48 ~~ 69031 
1947 58,490 + 23 Dec. ‘47 7269 —1 20 _ ‘ 
1948 72,156 Jan. ‘48 72,156 
JANUARY TOTAL INVENTORIES 
JANUARY TOTAL PURCHASES* (EXCL. EQUIP.) Jan. ‘48 Compared to Jan. ‘48 Compared to 
Jan. ‘48 Compared to Jan. ‘48 Compared to Other Jans. (000) Other Months ‘47 (000) 
Other Jans. (000) Other Months ‘47 (000) Veer Amt. % Change Month Amt. % Change 
Year Amt. % Change Month Amt. % Change 1942 460.099 466 Feb. ‘47 673,567 +14 
1942 109,781 +57 Feb. ‘47 146808 +17 1943 503,901 +52 Apr. ‘47. 709,738 +8 
1943 97,731 +76 Apr. ‘47 166675 + 3 1944 532,721 +44 June ‘47. 727307 +5 
1944 128646 +34 June ‘47 156,225 +10 1945 603,638 +27 Aug. ‘47 738,709 +4 
1945 125,770 3 +37 Aug. ‘47 164,185 +5 1946 595,759 +28 Oct. ‘47 741,955 +3 
1946 129,167 +33 Oct. ‘47 = 170,468 +1 1947 653,153 +17 Dec. ‘47 753,004 + 2 
1947 160,279 +7 Dec. ‘47 177,873 — 3 1948 765,540 Jan. ‘48 765,540 
1948 171,911 Jan. ‘48 171,911 ® Subject to revision 


*Subject to revision 





JANUARY INVENTORIES OF RAIL 


Compared to Compared to 

on — Other Months wih (000) NEW MOVIE—The Seaboard Air Line has recently re- 
Year Amt. % Change Month Amt. % Change leased a sound picture in full color depicting recent 
1942 23,986 +33 Feb. ‘47 31,447 +1 development of economic potentialities inherent in the 
io Lhd — Apr. a7 29,175 . natural resources of the southeeastern states. Its title— 
1945 24292 ie; _ a ee > “New Horizons.” Plans have been made to give the movie 
1946 24840 +38 fore 47 «28084 +-14 widespread distribution throughout the country as well 
1947 30192 +6 Dec. ‘47 2969 +47 as in the south. The role of rail transportation is tied 
1948 31,891 Jan. ‘48 31,891 in with the various subjects covered. 
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Electric passenger locomotive of the 4-6-6-4 type built in Japan 


By HOWARD G. HILL* 





JAPANESE RAILWAYS NEED NEW EQUIPMENT 


Worn-out cars and locomotives, obsolete shop tools, and accumulated neglect 
during the war, rather than military destruction, account for this condition 





T he first Japanese railway line, extending from 
Yokohama to Tokyo, about 20 miles, was completed 
and placed in operation in 1872. Expansion of railway 
construction was pushed with vigor, and the present 
system of over 13,000 miles of the Japanese Govern- 
ment Railways covers the four principal islands of 
Honshu, Hokkaido, Kyushu and Shikoku. The govern- 
ment lines are a consolidation of many individual rail- 
ways, and there are about 4,700 miles of private lines 
in operation, including several different gages from 
2 ft. 6 in. to 4 ft. 8% in. The government lines were 
built to 3 ft. 6 in. gage, largely as a result of English 
influence during the early development period. 

Many operating practices closely resemble those of 
England and the Continent, but the influence of modern 
American design and practice is definitely evident, and 
can be said to have been the predominating influence 
during recent years, because many Japanese railway 
officers and engineers studied railways in America 


*The author, a consulting engineer, surveyed conditions on the 
Japanese railroads while a colonel in the U. S. Army. This article 
is based on an address made on February 24, to the Washington 
(D.C.) post of the Society of American Military Engineers. The 
Opinions expressed are those of the author, and do not necessarily 
reflect the views of the Department of the Army. 
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extensively during the years preceding the late war. 
They copy the works and products of other countries 
by, purchasing railway equipment from the United 
States, England or Germany, and then build a large 
number of duplicates in Japan. There is much evidence, 
however, that they do not always fully understand the 
basic principles underlying some of the designs which 
they copy, and their products are, therefore, inferior in 
many respects. 

Because of the mountainous terrain throughout the 
Japanese islands, the principal railway lines were built 
along the narrow coastal plains, with numerous cross- 
country connecting lines which wind through tortuous 
valleys and mountain passes of great scenic beauty. 
These connecting lines involved heavy construction 
work, Track structure on mountain grades is excellent, 
and many of the drainage ditches along the right-of- 
way on mountain grades are lined with masonry to 
prevent erosion. 

There are 36,000 bridges and 2,200 tunnels on the 
J.G.R., many of which are good examples of engineer- 
ing work. Mountain grades are from 2.5 per cent to 
3.3 per cent, with a few 6.6 per cent grades on which 
rack-rail locomotives are operated. Rails on the main 


(759) 43 








lines are from 81 Ib. to 110 Ib. per yard, on neatly 
dressed rock ballast. On secondary lines rails of 53 Ib. 
to 81 lb. per yard are used, on gravel or rock ballast. 
Wood ties are used throughout the system. There is a 
large amount of badly worn rail in the Tokyo-Yoko- 
hama area and other areas where traffic density is high. 
There are numerous areas where improved mainte- 
nance is required, but track conditions are generally 
good. 

Trains are operated on the left-hand track of double 
track lines, and the engineman’s position is on the left- 
hand side of the locomotive cab. Signaling on double- 
track main lines is by automatic electric three-aspect 
color-light signals. On single-track lines the staff 
system is used, with manually controlled two-position 
semaphone signals to govern entrance to, and exit 
from, the passing tracks at stations. At each station 
on single track, a signal man controls the signals on 
orders from the stationmaster, who is the supreme 
authority at his station. The staff system is electrically 
interlocked between adjacent stations separately in each 
direction. 


Depend on Signal Indications 


Train movements are authorized by schedules printed 
on graph-type train sheets, which are used by division 
officers only. Enginemen and trainmen do not carry, 
printed timetables showing the schedules of all regular 
trains on the division. Instead, each engineman has a 
printed or handwritten schedule covering only the 
movement of the train he is handling at the moment, 
with no information whatever regarding any other 
train on the district over which he is moving. This 
schedule shows, in Japanese characters, the name of 
each station, and, in Arabic numerals, the time of 
arrival and departure at each station, the time in min- 
utes between adjacent stations, speed restrictions, if 
any, and any other special data required. 

On double-track main lines, trains move on schedule 
entirely on signal indications.. Clearance cards are is- 
sued at initial stations, but train orders are used only 
when special instructions are required in cases of 
emergency. Communication between stations is by: tele- 
phone and telegraph. When trains stop under condi- 
tions in which they may be overtaken by another train, 
complete dependence is placed on signal protection in 
rear of the standing train. The practice of sending a 
flagman back to protect the rear of a standing train 
against a following train is not followed in Japan, and 
this involves the possibility of serious rear-end colli- 
sions. 

The conductor on a Japanese train appears to have 
practically nothing to do with the operation of the 
train. Due to the extremely crowded conditions of 
Japanese passenger trains at the present time, it is 
utterly impossible for the conductor or his assistants 
to move through the cars, so they find the most com- 
fortable spot available and merely ride. Entire de- 
pendence for the operation of the train rests on the 
engineman, but his responsibility is not shared by the 
fireman, whose sole duty is to fire the locomotive and 
pump water into the boiler. 

An interesting feature of the Japanese railway or- 
ganization is the strict military discipline under which 
employees and supervisors have been trained. When- 





ever an employee and an officer meet, both salute, re- 
move their caps and bow low, and the ceremony is 
repeated on parting. The same is true when officers 
of various ranks meet. Extreme politeness is the rule 
on all occasions. All railway officers and many em- 
ployees wear uniforms. When a train enters a station, 
the stationmaster and his staff line up on the platform 
and salute as the locomotive passes. The salute is re- 
turned by the enginemen. 

There are approximately 5,900 steam locomotives 
and 330 electric locomotives on the J.G.R. In freight 
service, the principal steam locomotives include 507 of 
the 2-8-0 type, and 1,774 of the 2-8-2 type. In 
passenger service, the principal trains are handled by 
1,102 engines of the 4-6-2 type. In addition there are 
many smaller locomotives of various wheel arrange- 
ments. Many of these are 40 to 60 years old and of 
obsolete designs. The latest groups of 2-6-2, 4-6-2, and 
2-8-2 types, built during the war at the rate of 400 
locomotives per year, include many modern American 
details of design. The largest Pacifics and Mikados are 
very small when compared with modern American 
locomotives of these types. 

The electric locomotives are principally of the 2-6- 
6-2 and 4-6-6-4 types, used in both passenger and 
freight service on the three hundred route miles of 
electrified lines, including the two under-sea tunnels 
connecting Shimonacki, Honshu, with Moji, Kyushu, 
which were placed in operation during the late war. 
Some of these electric locomotives were built in Eng- 
land, but the majority of them were built in Japan. 
Current is collected from an overhead wire at 1,500 
volts d.c. Power is supplied by a number of hydro- 
electric plants as well as by steam plants. During sea- 
sons of light rainfall, it is often necessary to curtail 
train service on electrified lines because the limited 
amount of water in the storage reservoirs reduces the 
production of current at the hydroelectric plants. 
Limited coal production also curtails the supply of 
power from steam generating plants. 


Locomotive Capacity Limited 


The outstanding feature of Japanese locomotives is 
their limited capacity. Boiler evaporative capacity is 
about 50 per cent of that required to produce full 
cylinder tractive force and is thus the limiting factor 
in the power output of the locomotive. The coal used 
is of poor quality, running about 8,000 B.t.u.’s per 
pound, and it consists of about 70 per cent to 90 per 
cent fines which will pass through a % in. screen. An 
estimated 50 per cent of this fine coal goes up the stack 
unburned and is thus wasted. Firing is by hand with 
a short-handled scoop about one-fourth the size of that 
used by locomotive firemen in America. This small 
scoop is handled with one hand only. Fireboxes are 
small and their volume is insufficient for proper com- 
bustion. Grate areas are too small for economical rates 
of combustion. The maximum amount of coal which a 
fireman can place in the firebox with the small scoop 
is at the rate of about 4,000 lb. per hr., and this rate 
can be kept up for short periods only, due to limited 
physical capacity of the firemen. The result of all of 
these adverse factors is reflected in boiler efficiency, 
and the limited power output of the locomotive holds 
train tonnage and speed down to figures which look 
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ridiculous when compared with American tonnage 
ratings and operating speeds. The combined effect of 
these conditions causes a tremendous waste of fuel. 

The Japanese railwaymen take great pride in operat- 
ing trains on time. Running on time is easy, because 
schedules are slow. The highest average speed is about 
25 m.p.h. Running speeds seldom exceeds fifty miles 
per hour. When getting away from stations, accelera- 
tion is very slow, primarily to minimize wear and 
conserve coal. When a train is delayed, little effort 
is made to regain lost time, as this would involve 
working the engine harder and would consume more 
fuel. 

All government railway equipment in Japan is 
fitted with automatic couplers and Westinghouse 
automatic air brakes. Much of the latter equipment 
was manufactured in Japan. Passenger cars follow 
American design closely. They are eight-wheel cars 
of composite construction, 65 ft. long. They are 
equipped with electric lights and steam heat, although 
these facilities are in very limited use now as a result 
of war conditions. Trains of from 10 to 14 cars are 
operated on the principal lines, while 6 to 8 cars make 
up the normal train on the less important lines. Be- 
cause so many people in the cities go to the country 
to buy food direct from the farmers to sell in the city 
black markets, all passenger trains are loaded to more 
than double their rated capacity. Vestibules are full, 
and passengers hang on the steps, ride between the 
cars, on top of tenders, and on the front end of the 
locomotives. 

Stations are of the closed type and tickets are col- 
lected as the passengers leave the stations on comple- 
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tion of trip, as in England. Overhead bridges connect 
the train platforms and station buildings on each side 
of the tracks. 

Most of the freight cars are of the four-wheel type, 
although there are special types of cars with eight 
wheels. Freight trains normally consist of about 35 
cars and train speeds are low. Some freight trains 
carry cabooses, but these are usually placed five or six 
cars ahead of the rear end, apparently with the thought 
that, in case of a rear-end collision, the crew would 
stand a better chance of coming out alive than they 
would with the cabooses on the rear end of the train. 

The present badly deteriorated condition of the 
Japanese railways is due mainly to intensive use during 
the war, deferred maintenance, critical shortage of 
materials, use of inferior substitute materials, poor 
workmanship in shops and enginehouses, neglect of 
necessary repairs in an effort to keep the power and 
equipment rolling, and a general let-down in super- 
vision, inspection and workmanship all the way from 
officers down to the workmen. 

Lack of materials has prevented the proper treat- 
ment of bad food water for locomotive boilers during 
the past several years. As a result boilers are badly 
scaled, shells and firebox plates are pitted, corroded 
and cracked to a critically dangerous degree, and a 
situation has developed, because of delayed repairs, 
which may at any time result in a series of disastrous 
boiler expolsions. These cannot fail to cause serious 
interference with the activities of the Occupation 
Forces in their efforts to improve the Japanese 
economy, and are very likely to cause injury and loss 


(Continued on page 53) 
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Construction view of Cone yard looking east, showing at the left the partially completed 
engine-terminal facilities 


BUILDS BETTER YARD AT EAST ST. LOUIS 


Reconstructed facility of B.GO., with latest communications and a complete new engine terminal, 
has an efficient track arrangement and permits rapid handling of freight in both directions 











R apia classification of freight moving in both direc- 
tions—permitting the delivery of cars to connecting 
roads and the make-up and dispatching of through 
freight trains in minimum time—is being realized on 
the Baltimore & Ohio at East St. Louis, IIl., as the 
result of a recently completed reconstruction program 
involving its Cone yard at that point. The yard, 
which was practically abandoned for nearly 16 years, 
is now handling more than 850 cars a day—usually 
with less than six hours standing time per car. 

In revitalizing the facility increased capacity was 
obtained by lengthening the existing tracks and con- 
structing a number of new tracks; and by providing 
a track layout that permits both eastward and west- 
ward traffic to be switched at the east end without 
interference with other movements, a four-story office 
building with the yardmaster’s office in a_ glass- 
enclosed room on the top floor, a two-way loud- 
speaker communication system which enables the 
yardmaster to converse directly with employees 
throughout the yard area, and new and completely 
equipped engine terminal, car-repair yard, storehouse 
and water-service facilities. 

The enlarged yard has a capacity of 1,062 cars, and 
is designed to function in a highly efficient manner. 
Fourteen road freight trains—seven in each direction 
—and two local freight trains are handled daily. Direct 
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interchange is carried on with three other trunk-line 
roads, the Gulf, Mobile & Ohio, the Louisville & 
Nashville and the Chicago, Burlington & Quincy. 
Through connections with the Terminal Railroad 
Association of St. Louis and the Alton & Southern, 
interchange is carried on with 20 other roads and 
two barge lines in the St. Louis area. In addition, 
the B.&O. connects directly with the East St. Louis 
Junction Railway, which serves the National Stock- 
yards in East St. Louis. 

The B.&O. entered East St. Louis in 1857. Its 
yard facilities at that point consisted originally of a 
stub yard on the east bank of the Mississippi river, 
now known as the “Lower” yard. A rapid increase 
in traffic, after the construction of the Eads bridge, 
made it necessary to enlarge the terminal facilities, 
and Cone yard was constructed about 114 mi. east of 
the Lower yard. With only 11 tracks and a capacity 
of less than 600 cars, this yard, in time, became over- 
crowded, and in 1930, when the B.&O. became closely 
affiliated with the Chicago & Alton (later the Alton), 
all freight-classification activity was transferred to 
the latter road’s yard at Venice, IIl., near East St. 
Louis, which was sufficiently large to handle the 
traffic of both roads. This arrangement continued 
until the Alton was merged with the G.M.&O. 

When it became evident that the B.&O. would 
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have to perform its freight classification at some lo- 
cation on its own property, studies were made to 
determine the most suitable point. Of several pro- 
posals, two were considered the most attractive. One 
of these involved the construction of an entirely new 
yard just east of Washington Park, IIl., 314 mi. east 
of East St. Louis. 

The alternative possibility was to reconstruct 
and enlarge Cone yard and to locate new engine- 
terminal and car-repair facilities at that point. The 
latter proposal had the advantage of a more conven- 
ient location and could be carried out after acquiring 
a relatively small amount of property. For these and 
other considerations, it was decided to proceed with 
the reconstruction of Cone yard. 

Cone yard lies in an angle formed by the inter- 
section of the main tracks of the B.&O. and the Penn- 
sylvania, being located east of the crossing known as 
“K” tower. Approaching the crossing from the east, 
the B.&O. tracks are approximately parallel with and 
about 720 ft. south of those of the Pennsylvania. At 
a point 2,230 ft. east of the crossing, the B.&O. tracks 
enter a 2-deg. curve to the right, 2,010 ft. long, end- 
ing just east of “K” tower. 

A bridge carrying the tracks of the B.&O. over a 
public thoroughfare known as St. Clair avenue is 
located 3,700 ft. east of “K” tower. The east end of 
the yard is 200 ft. east of the bridge. Prior to the 
recent work, the St. Clair Avenue bridge carried, 
from south to north, two main tracks of the Louis- 
ville & Nashville, two main tracks of the B.&O., and 
a yard pull-in track known as the “Avenue” track, 
which continued east for a distance of 0.7 mi. to an 
interlocking plant known as Willows. 

The chief operating problem to be overcome in 
designing the new yard was that occasioned by the 
Pennsylvania crossing at “K” tower, which, because 
of its location directly west of the yard, would have 
interfered seriously with switching at that end. To 
avoid this, a design was adopted which called for the 
construction of two parallel stub-end switching leads, 
extending eastward from the yard. These leads have 
a capacity of 27 cars each and extend east from St. 
Clair avenue for 1,470 ft. It was necessary to shift 
about 3,000 ft. of the main tracks to make room for 
these leads. It was also necessary to widen the St. 
Clair Avenue bridge to the north to accommodate 
three additional tracks, 

The new yard contains a total of 39 tracks, 24 of 
which are given over to the handling of freight. These 
lie directly north of the company’s main tracks and 
are divided into two yards for handling eastward and 
westward traffic separately. The westbound yard in- 
cludes the 12 tracks nearest the main tracks, while the 
eastbound yard includes the next 12 tracks. North of 
the eastbound yard are a caboose track, a four-track 
car-repair yard with a capacity for 65 cars, and the 
engine terminal which includes 10 tracks. 

The switching leads are on tangent and are con- 
structed on 18-ft. centers. The southerly switching lead 
is a projection of the ladder at the east end of the 
westbound yard. All tracks of this yard leave the 
south side of this ladder on No. 8 turnouts, and the 
switch stands are located on the north side of the 


Railway Age—Vol. 124, No. 16 








Looking from the enginehouse into the machine-shop portion 
of the building 





The Roberts & Schaefer coaling and sanding station at Cone 


yard serves three tracks 
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ladder. Thus all switches are operated from the north 
side of the cars, so that switchmen are plainly visible 
to enginemen on switch engines headed west. The east 
ladder of the eastbound yard begins at a point 200 ft. 
east of St. Clair avenue with a No. 8 turnout from 
the northerly switching lead. The switch stands on 
this ladder are also located north of the ladder so that 
the visibility for enginemen switching this yard is 
likewise unobscured. 

The tracks throughout the yard are of 100-Ib. rail 
and switch material, laid on new treated ties and fully 
tie-plated. No. 8 turnouts are used throughout the 
yard. All of the frogs for the trackwork were furn- 
ished by the American Frog & Switch Co., Hamilton, 
Ohio, while the Railroad Products Company, Brigh- 
ton, Ohio, furnished the switch stands. The switches 
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Left—The yardmaster’s operating office is located in the 
glass-enclosed room on the top floor of the tower in the 
yard-office building. Above—Looking west over part of the 
car-repair yard, showing the arrangement of the shop buildings 
between the repair tracks 


were made in the B.&O. shops at Martinsburg, W. Va. 

The new yard office is located 80 ft. east of St. 
Clair avenue and north of the switching leads, in such 
position that it will not interfere with the view of 
enginemen working the eastbound yard. The building 
is a one-story steel frame and brick structure, 27 ft. 
by 52 ft. in plan, with a brick and steel tower, 14 ft. 
by 14 ft., in the southwest corner, which rises three 
stories above the main building. The first floor of the 
building contains the office of the terminal trainmaster, 
offices for the yard clerks, billing clerks and car- 
record accountants, and a teletype office. 

Located at the second-floor level in the tower is a 
small repair shop for the telegraph and signal de- 
partment, while the third floor contains air-condi- 
tioning equipment. The yardmaster’s office on the 
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fourth floor of the tower is entirely enclosed by large 
windows of heat-resisting glass. Jt commands an 
unobstructed view of the entire yard so that the 
yardmaster may readily detect any slow-down in yard 
operations. 

The principal article of furniture in the yard- 
master’s office is a console-type communications desk. 
Elevated above the desk top is a control panel con- 
taining a loud-speaker, a microphone and a switch- 
board with control keys for the two-way communica- 
tions system installed throughout the yard. This sys- 
tem includes eight so-called “paging” stations, or 
loud-speakers, located at strategic points throughout 
the yard. These are connected directly to the micro- 
phone on the yardmaster’s desk so that he may call 
to all speakers at once or, by throwing the proper 
switch, to a selected area in the yard. Scattered 
throughout the yard area, including the car-repair 
yard and engine terminal, are 59 “talk-back” stations, 
or speakers, all connected through the switchboard 
to the loud-speaker on the desk. 

When the yardmaster wishes to converse with an 
employee in the yard, he calls for him through the 
paging speakers, whereupon the employee goes to 
the nearest talk-back station and presses a button 
which turns on a light at the proper key on the 
switchboard, thus informing the yardmaster of his 
location. By placing this key in the “talk” position 
the yardmaster can then converse directly with the 
employee through the talk-back speaker. The paging 
speakers are for calling purposes only; the talk-back 
speakers function both as microphones and as speak- 
ers. This equipment was furnished by the Bendix 
Radio division of Bendix Aviation Corporation, Bal- 
timore, Md. 

The operating floor in the tower of the office build- 
ing is air conditioned and the entire building has 
fluorescent lights. The interior walls are of glazed 
brick and the floors are of asphalt tile. The building 
is heated by steam from an oil-fired furnace in the 
basement. Also in the basement are locker, shower 
and toilet rooms for the yard crews. 

The location of the yard office at the east end of 
the yard, together with the teletype station in the 
building, contributes materially in minimizing the 
time required to perform the clerical work incident 
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to the yard operation. For example, teletype messages, 
giving the consists of trains from the east, are re- 
ceived well in advance of the arrival of these trains. 
Switching lists can then be made up so that they can 
be placed in the hands of yard crews as soon as the 
trains arrive. 

As a train from the east pulls into the yard the 
waybills are thrown off the caboose as it passes the 
yard office. They are then stamped, sorted, and made 
ready for the conductors of interchange runs. Way- 
bills for eastward traffic are brought directly to the 
yard office as interchange runs arrive at the yard. 
Switching lists are prepared and the bills are stamped 
and sorted for the eastward trains. As trains pull out 
of the yard, the bills are handed onto the rear end. 


Many Classifications 


Eight classifications are made for westbound freight 
at Cone yard. Three of these are for the trunk- 
line* roads with which the B.&O. makes direct. in- 
terchange—the L.&N., the C.B.&Q. and the 
G.M.&O.—and one classification each is made 
for the Alton & Southern and the East St. Louis 
Junction. 

Three additional classifications are made for freight 
delivered to the T.R.R.A., destined for delivery in St. 
Louis or to other roads leading to the west and south- 
west. Except for cars being delivered to or received 
from the A. & S., all interchange runs depart from 
and arrive at the west end of the yard. 

Seven eastbound classifications for through freight 
are made at Cone yard. These are groupings for Phila- 
delphia, Pa., Baltimore, Md., Washington, D. C., New 
England via Cherry Run, W. Va., and three groupings 
for Cincinnati, Ohio, and beyond, the latter including 
one classification for through refrigerator cars for 
icing at Cincinnati. 

Its layout and modern facilities permit Cone yard 
to handle freight in both directions with minimum 
delay. The maximum standing time for cars in the 
yard—exclusive of bad-order cars—is reported as be- 
ing less than six hours. Frequently cars are received, 
classified and dispatched in less than two hours. Four 
yard crews are employed on each shift; one performs 
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the yard switching while the others make deliveries 
and assist in the yard work when time permits. 

The engine-terminal facilities to serve the enlarged 
yard include an enginehouse with a 115-ft. turn- 
table, a storehouse, a combination powerhouse and 
pumphouse, an engine-washing platform, a cinder- 
handling plant, and a coaling station. The engine- 
house, a brick and wood-frame structure iocated at 
the east end of the engine-terminal area, is divided 
into two sections — one containing four stalls and the 
other six stalls, all having inspection pits 115 ft. 
long. The four-stall section is intended for ultimate 
use as a repair point for Diesel locomotives. At pres- 
ent, it resembles the remainder of the building, but 
it is constructed with a concrete subfloor 2 ft. below 
the elevation of the present floor. When the St. 
Louis division of the B. & O. becomes completely 
Dieselized, it is planned to take up the present floor 
and construct elevated working platforms to make 
_this section into a three-level repair shop. 

A fire wall separates the two sections of the engine- 
house and a fire door is provided at a large opening 
in this wall. The six-stall section of the building is 
equipped with a Whiting 50-ton drop table, serving 
two stalls and a release track located midway between 
them. Each stall in the enginehouse has a transite 
smokejack and a Coppus Locoblow system of draft- 
ing serves each pair of stalls. 

A completely equipped machine shop, an office, and 
wash, locker and toilet rooms for shop employees 
and engine crews occupy an extension on the north- 
east side of the enginehouse. All timbers in the engine- 
house were treated with chromated zinc chloride by 
the Koppers Company, Pittsburgh, Pa., to make them 
resistant to decay and fire. 


Heating and Lighting 


The enginehouse is afforded ample daylight by the 
use of large glass-block panels in the walls and by 
a clerestory in the roof. For ventilation movable sash 
are provided in the glass-block panels. Artificial light- 
ing is furnished by shaded droplights suspended from 
the ceiling. The building is heated by Grid unit heaters 
using steam from a boiler in the powerhouse. 

Directly west of the enginehouse, and connected 
to it by a covered runway, is the storehouse,—a steel- 
frame and brick structuré, 30 ft. by 150 ft. This 
building is divided to form a storeroom, 30 ft. by 
100 ft., and an oil house, 30 ft. by 50 ft. At the west 
end of the building is a covered material platform. 

The storehouse section of the building is equipped 
with steel shelving to accommodate a large number 
and variety of spare parts. The oil house: is fitted 
with several stainless steel tanks for the storage of 
various types of oil and grease that are used in small 
quantities. Lubricating oil is stored in three 15,000-gal. 
tanks in the basement of the building, and is de- 
livered to the ground floor of the structure by Bowser 
metering hand pumps. A material track extends along 
the north side of this building for receiving cars of 
oil and material. Tank cars of oil are unloaded by 
means of an electric pump. The window sash in the 
oil-house section of the building are of the “explo- 
sion” type. Safety switches are provided throughout. 





West of the storehouse is the powerhouse and 
pumphouse. This is a steel-frame and brick building, 
40 ft. by 60 ft., divided into a boiler and a comspressor 
room. One boiler supplies steam heat for all buildings 
at Cone yard except the yardmaster’s office. Another 
supplies water for boiler-washing and engine-washing 
purposes. Ashes from the boiler fires are removed by 
the Brady system of ash handling which uses com- 
pressed air to blow the ashes from bins beneath the 
boilers into a hopper car spotted nearby. 

In the compressor room are two Worthington 
electric-driven compressors, each rated at 1,500 cu. 
ft. per min. Aftercoolers are located outside the build- 
ing. The output from compressors, one of which is 
a standby unit, is used for shop and yard purposes. 
Also in this room is a standby water pump for use 
in case of fire. 


Moved Large Wafer Tank 


The water-treating plant replaces an older facility 
which was located 400 ft. west of the present station. 
All of the equipment at the plant is new except the 
250,000-gal. storage tank, which was moved intact 
from its old position and set in place on a new 
foundation. 

The engine-washing platform, located 300 ft. west 
of the turntable, is of concrete and serves three tracks. 
Here engines are sprayed with a solution of Oakite, 
which is then rinsed off with hot water, after which 
the engines are given a covering of light oil. About 
175 ft. west of the washing platform is a Roberts 
& Shaefer mechanical cinder-handling plant which 
serves the same three tracks as the washing platform. 
West of the ash conveyor is a 200-ton, three-track 
coaling station, of steel construction throughout, and 
a three-track sanding plant. These units were also 
furnished by the Roberts & Schaefer Co., Chicago. 
The final unit in the engine-terminal facilities is com- 
posed of two concrete inspection pits, each 100 it. 
long, located west of the coaling station. 

The car-repair yard contains four tracks and is 
located south of the engine terminal, between it and 
the classification yard. The tracks are arranged in 
pairs with several small shop buildings located be- 
tween the pairs of repair tracks. The buildings are 
one story high and are constructed above a con- 
tinuous concrete platform, 30 ft. wide and 620 ft. 
long. These shops include a lumber shed, a store- 
house, a repair shop, a wheel shop, and a locker and 
office building. Open spaces on the platform between 
the buildings provide for the temporary storage of 
wheels, supplies and scrap material. 

Cone yard was designed and constructed under the 
general direction of A. C. Clarke, chief engineer of 
the Baltimore & Ohio, Baltimore, and James P. Ray, 
regional engineer of the Western region, Cincinnati. 
DeLeuw, Cather & Co., consulting engineers, Chi- 
cago, collaborated with L. P. Kimball, engineer of 
buildings of the B. & O., Baltimore, in planning the 
yard and its related facilities. W. O. Trieschman, 
engineer, Cincinnati, was in charge of the construc- 
tion work. Freight classification activities at the yard 
are under the direct supervision of H. R. Purkhiser, 
terminal trainmaster, East St. Louis. 
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$1,909 MILLION SPENT FOR MATERIALS AND SUPPLIES IN °47 


Class I roads’ outlay last year greatly ex- 
ceeded comparable expenditures in any 
previous year 


i apetietiodnes: by Class I railroads for fuel and mate- 
rials and supplies of all kinds used in connection with 
their operation reached the unprecedented amount of 
nearly two billion dollars in 1947, according to the 
Association of American Railroads. Such expenditures 
in the past year were far greater than in any. year on 
record. The nearest approach was in 1923, when they 
amounted to $1,738,703,000. 

This increase over previous years is in part attribut- 
table to the fact that prices of fuel, forest products, 
iron and steel, and thousands of other items are now 
higher than they have ever been before. 

Railroad purchases in 1947, according to reports to 
the association from the Class I railroads, totaled 
$1,909,209,000. This was an increase of nearly $300 
million or 18.5 per cent above those made in 1944, the 
peak war year when traffic was greater than ever be- 
fore. Railway purchases in the past year also exceed- 
ed those in 1946 by nearly $340 million or 21.6 per 
cent. 

For fuel alone, railroads expended $691,630,000 in 
1947 compared with $553,153,000 in the preceding 
year. They also spent $171,592,000 for forest products, 
compared with $148,984,000 in 1946. Expenditures for 
iron and steel products of all kinds in 1947 totaled 
$628,155,000 compared with $520,546,000 in 1946. For 
miscellaneous products, including cement, lubricating 





ANNUAL PURCHASES OF MATERIALS AND SUPPLIES (EX- 
CLUDING EQUIPMENT) 1923-1947 Class | Railroads 


(Thousands of dollars) 


Iron and 
Year Fuel Forest steel Miscel- Total Total 
products products laneous less Fuel 


1923 $617,800 $232,511 $464,955 $423,437 $1,738,703 $1,120,903 


1924 471,656 180,872 365,610 324917 1,343,055 871,399 
1925 459,465 170,305 419,255 343,018 1,392,043 932,578 
1926 473,354 186,291 507,302 392,085 1,579,032 1,085,678 
1927 438,821 175,729 432,604 348,774 1,395,928 957,107 
1928 384,608 160,794 397,544 328,395 1,271,341 886,733 
1929 364,392 157,551 437,840 369,752 1,329,535 965,143 
1930* 306,500 134,600 329,700 267,700 1,038,500 732,000 
1931* 244,500 76,250 202,100 172,150 695,000 450,500 
1932* 178,250 52,200 100,550 114,000 445,000 266,750 
1933 180,526 42,442 110720 132,162 465,850 285,324 
1934 217,294 64,271 159,758 158,901 600,224 382,930 
1935 232,723 57,367 156,914 146,021 593,025 360,302 
1936 272,270 76,683 273,753 180715 803,421 531,151 
1937 294,293 104,707 359,409 207,974 966,383 672,090 
1938 243,783 56,968 152,176 130,355 583,282 339,499 
1939 257,273 69971 273,968 168,102 769,314 512,041 
1940 273,556 82,185 315,048 183,674 854,463 580,907 
1941 349,765 103,771 456,147 251,591 1,161,274 811,509 
1942 426,335 115,227 433,089 285,160 1,259,811 833,476 
1943 £27,296 150,255 410,803 305,927 1,394,281 866,985 
1944 585,832 158,957 526,608 339,132 1,610,529 1,024.697 
1945 555,155 136,962 520,876 359,411 1,572,404 1,017,249 
1946 5£3,153 148984 520,546 347,872 1,570,555 1,017,402 
1947 691,630 171,592 628,155 417,832 1,909,209 1,217,579 


’ 
Reports of the carriers to the Bureau of Railway Economics. 
* Railway Age estimates. 
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oils and grease, ballast, electrical materials, stationery 
and printing, commissary supplies for dining cars, 
camps and restaurants, and many other items, expendi- 
tures of Class I railroads in 1947 totaled $417,832,000 
compared with $347,872,000 in 1946. 





PURCHASES OF FUEL, MATERIAL AND SUPPLIES 
Calendar Years 1947 and 1946—Railways of Class | 














Fuel: 

Item 1947 1946 
Bituminous coal ...:%........ $458,288,000 $386,464,000 
Anthracite: Cod)! ccc00sicecers sine 4,790,000 4,745,000 
RECN E OIE ea hose eras aerore aves avane 212,224,000 149,033,000 
GSO ice icrsicks, bie Ricci sisisi' 8,234,000 5,815,000 
All other (coke, wood, fuel: for 

WOOD cok dadscccsacecs 8,094,000 7,096,000 

TOE FO i cccicides wc $691,630,000 $553,153,000 

Forest Products: 
Cross ties (treated & untreated) $92,098,000 $88,478,000 
Switch and bridge ties (treated 

ne re 15,039,000 7,828,000 
Lumber, including timber (bridge 

bridge & building, equipment, ' 

rough & finished lumber) 55, /78,000 46,134,000 
Other forest products ......... ‘8,677,000 6,544,000 

Total Forest Products .... $171,592,000 $148,984,000 

Iron and Steel Products: 
Steel rail (new & second hand 

CXECDE SGFOD)) .cickc-sls'sie seco $87,608,000 $65,302,000 
Wheels, axles & tires .......-- 49,141,000 42,374,000 
Frogs, switches & crossings & 

GUNtS OF SOG ci ccicsccccess 29,195,000 24,580,000 
Track fastenings, track bolts, 

NS oreo itascanuxens 67,271,000 61,686,000’ 
lron bridges, turntables & struct. 

Steel, ON KI io ccccawsaes, 8,721,000 6,929,000 
Bar iron & steel, spring steel, 

tool steel, unfabricated rolled ‘ 

shapes, wire netting & chain 

except light coil, boiler, firebox, 

tank, & sheet iron G steel, all 

WN Sa i cetmakeiseakiens 43,256,000 32,298,000 
Forgings & pressed steel parts 

for locomotives ...........+-- 6,363,000 4 070,000 


Car forgings, iron & steel and i 
fabricated or shaped steel, for 


passenger & freight cars .... 24,866,000 20,154,000 
Flues & tubes for locos. & station- 

“Gin HOvo| (<1 Ss 9 REE EOE ee 8,569,000 7,050,000 
Interlocking & signal material .. 34,176,000 28,987,000 
Telegraph, telephone G&_ radio 

MED bbs cadasccs nesses’ 9,240,000 6,896,000 
Bolts, nuts, washers, rivets, lag 

screws, pins G studs ........ 14,854,000 11,520,000 
Springs, helical & elliptical, all 

kinds for locomotives & cars .. 4,734,000 4,605,000 
Locomotive & car castings, beams, 

couplers, frames & car roofs 76,772,000 67,482,000 
Track & roadway tools all kinds, 

miscellaneous track material & 

wire fencing. Motor, hand, 

push & velocipede cars & parts 

Oe NS anes cm evsd secs . 12,864,000 10,511,000 
Machinery & repair parts, in- 

cluding all power driven shop 

FVIGCITIFICEY®  ovcrincieie-cro.die o-sievee sare 10,776,000 10,602,000 
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Iron and Steel Products (Cont.) 


Machinery, boilers, repair parts 
& all other iron & steel prod- 














DE iene ep Dees icicaow eddie 24,340,000 20,480,000 / 
Pipe, iron & steel & fittings, all CTED PAPERS AND ADDRESSES OF JOSEPH B. EAST- 
NN gs SB a 11,334,000 8,389,000 “MAN, edited by Dr, G. Lloyd Wilson. 381 pages. 9 in. by 6 in. 
Hardware, all kinds, including nails 8,833,000 6,704,000 Bound in cloth. Sponsored by Joseph B. Eastman Foundation, 
Sa ie wt tee 
ill , . 44. 
akg Ba agetagys ~ It is ironical that the late Joseph B. Eastman ‘should have 
chasers, including air tools & a alled by the Semibeas to tb Te Caters 
Wl ies Ken wae 14,468,000 11,567,000 en called upon by the fresident to he € ; 
Air brake material ............ 28,724,000 28,258,000 in two widely contrasting situations. In 1933 he was given 
Standard & spec’l mechanical ap- the mission of helping the railroads adjust themselves to 
pliances for locos. ....... ++ 20,101,000 18,822,000 a deficiency of traffic. Nine years later Mr. Eastman was 
Automotive equipment & supplies 31,949,000 21,280,000 called from his post as a member of the Interstate Com- 
Total Iron and Steel Products $628,155,000 $628,155,000 merce Commission to help the carriers adjust themselves 
to an excess—a superlative excess—of traffic. In both 
capacities he acquitted himself admirably. 
iis In this collection—the first volume, it is hoped, of a 
series—the Eastman of the feverish days of World War II 
sor seat stg ei gee eae oh $3,997,000 $3,235,000 is embodied. A remarkable fact is that, beset as he was by 
panatien ie ales enen Bice the manifold and passing duties of the top administrator 
waste 9 : ; P ‘  35.712.000 29 334.000 of the most vital industry in the country, the director of 
Non-ferrous metal & non-ferrous aie: ieee the Office of Defense Transportation was able to generate 
metal products ........ eee 47,812,000 34,459,000 addresses of such clear and profound quality. It is amaz- 
et GS oie Lk bak ewainee 20,570,000 16,327,000 ing, too, to observe how little repetition there is among 
All electrical materials ........ 41,341,000 28,359,000 the 53 addresses which are incorporated in this book. 
etna & sei ieotinos 31,662,000 26,706,000 Mr. Eastman had the rare quality of being able to 
ommussary supplies for dining cover a complicated subject completely, accurately and 
R aon Sg ate eo geal Pica pees gi el interestingly, without a trace of dullness or bombast. He 
ag he cn Scodcadl. nes aia was also able to set his sights on the particular audience 
ina chemicals for timber treat- at hand. Despite the wide range of listeners for whom 
ng paietnnde ; ronal pen 4 9 297 these addresses were designed—including railroad superin- 
, painters’ supplies 54,889,000 39,897,000 ‘ a 
Arch brick for locomotives ...... 4,303,000 3,738,000 tendents, warehousemen, traction operators, union leaders 
Passenger car trimmings ..... 15,181,000 11,431,000 —the speaker was able to identify himself with the prob- 
— train & station sup- 77,066,000 23313000 lems uppermost in the minds of the respective groups 
PUES  seeeeeeccceeeeeceecees OO; 213; and to leave with them a basis of action. 
All other miscellaneous purchases __ 66,915,000 61,793,000 The most valuable themes in this remarkable collection 
Total Miscellaneous Purchases $417,832,000 $347,872,000 are the proper sphere of a wartime regulatory agency; 


“Grand Total 





pivnuvede $1,909,209,000 $1,570,555,000 





Source: Reports of the carriers to the Bureau of Railway Economics. 





the virtues of cooperation contrasted with government 
compulsion; the pressing need for overall efficiency; and 
the pitfalls of administrative procedure. Included as an 





DETROIT, MICH., PLEASED WITH MODERNIZED FORT STREET UNION STATION— 















During brief ceremonies which officially opened the new facilities to the public on March 8, Mayor Van Antwerp complimented the 
tenant railroads—the Chesapeake & Ohio, Pennsylvania, and Wabash—on their “civic mindedness” in providing the traveling public 
with such an attractive, comfortable and convenient passenger station. The alterations, made at a cost slightly in excess of $1,000,000, 
included the complete revamping of the first floor so as to make the entire area available for improved service to the public. The new 
train-gate concourse, shown above, adds materially to the convenience and attractiveness of the new station. It has a sound-proof 
ceiling, glazed ceramic tile wall facings, a terrazzo floor, fluorescent lighting, a modern train bulletin board, an 1.B.M. electric 
clock, illuminated gate signs, and an effective public address system. The whole area is high-lighted by aluminum fixtures, such as 
doors, windows, smoking urns, guide posts and railings. The present concourse is 1,877 sq. ft. larger than the old and has con- 
venient exits at each end which eliminate the former necessity for passengers to pass through the waiting room to get to the street. 
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end-piece are Mr. Eastman’s “Twelve Point Primer On 
the Subject of Administrative Tribunals.” 

Mr. Eastman started out his career in transportation 
regulation as a proponent of socialization of transporta- 
tion and utilities. But, as a believer also that regulators 
may not be zealots at the same time, he held his idea in 
abeyance, and, instead, retained open ears and eyes through 
his long career on the Interstate Commerce Commission. 
He ended his life as one who could say publicly that 
private management in World War II was more suc- 
cessful than government management in World War I 
with the qualification that the latter was necessary then 
because neither the carriers nor the shippers nor the 
armed forces were properly geared for a continuance of 
private operation. On numerous occasions Mr. Eastman 
expressed the opinion that cold, practical fact ought to 
determine whether an industry of public interest should 
be privately or publicly operated. He undoubtedly was 
one of capitalism’s greatest friends, because he acted as 
a spur to the improvement and justification of private 
ownership and operation. 





COMMUNICATIONS 


Prefers Factual Analysis 


to "Intuition" 
New Yorx 


To THE Eprtor: 

Your selection for publication of William J. Dixon’s 
excellent article, “A Study of Elasticity of Demand for 
Railroad Passenger Transportation” (January 24 issue), 
was most commendable and encouraging. You would be 
doing your readers a service were you also to print a 
paper analyzing the variable factors affecting the costs 
of railroad passenger transportation. 

It is to be hoped that the managements of the large 
passenger carriers will see fit to act on the implications 
of Dixon’s article and similar studies. It is only by sub- 
jecting passenger traffic to mathematical, rather than 
intuitive, analysis, that this phase of the railroad business 
will be able to stand on its own merits, and no longer be 
regarded as a perverse and frequently undesirable step- 
child of the transportation of freight. 


Rosert L. BANKS 
Passenger Representative, New York Central 


Finds Railroads Remiss 
in Small Things 
Axron, OHIO 
To THE EpITor 
While it is true, as you so often point out editorially, that 
railroads are beset by regulations and high costs, it does 
seem to me that they can’t blame all their troubles on those 
things. They have come to regard with a sort of contempt 
any revenues not counted in millions of dollars. Items in- 
volving mere hundreds of dollars, or a few thousands, are 
considered not worth bothering with. But I am sure that 
if they get enough of this “small change” it would certain- 
ly help the net earnings. There are a lot of small railroads 
which remain in existence and feed a not inconsiderable 
total of carload traffic to the big roads simply by going 
after and keeping the sort of business which the others 
seem to think beneath their dignity. Will the brass ever 
learn that they can’t make their passengers “highway 
minded”—by forcing them to use other means of transpor- 
tation—and then expect the same people to be “rail minded” 
when it comes to shipping freight? 
RicHarp W. RICHARDSON 
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Japanese Railways Need 
New Equipment 


(Continued from page 45) 


of life among American and Japanese personnel, as 
well as extensive property damage. 

The machinery of locomotives is badly worn and 
cannot be properly. repaired because of lack of ma- 
terials. Prior to the war, locomotive runs of 200 miles 
or more were common on the J.G.R. Now they are 
afraid to make these long runs, and the average engine 
run is only 55 miles. 

Trucks, draft gears and brake rigging on passenger 
and freight cars are badly worn and are repaired by 
makeshift methods. Window glass is broken out on 
most passenger cars. Scarcity of glass prevents re- 
placement, so there is no point in trying to heat the 
cars. The air brake mechanism on both locomotives 
and cars appears to be well-maintained, and smooth 
train handling was observed all over the system. 

Shop conditions are deplorable. Machine tools are 
crowded together, and many are obsolete or badly. 
worn. Shops are poorly lighted and badly arranged. 
When locomotives are stripped, parts are left lying 
on the erecting floor in utter confusion. Everywhere 
there is confusion and disorder. Workmanship is very 
poor. Supervision and inspection are very lax. Material 
shortages are critical. 

Many additional details could be related to sub- 
stantiate the opinion that the Japanese railways are 
now in a deplorable condition. To correct these condi- 
tions will be a tremendous task and will require large 
quantities of material and several years of arduous 
labor. 

Japanese industry as a whole is in just as bad 
a condition as the railways, and cannot now produce 
the necessary materials. No credits have been available 
for purchasing necessary materials elsewhere. Uncer- 
tainty over the reparations program has prevented 
definite action on the part of the Japanese toward 
restoration of industrial production. Under such con- 
ditions it has been extremely difficult to inaugurate 
the overall rehabilitation program so vitally needed by 
the railways. 

Recent developments indicate that steps are under 
way to revive Japanese industry. The railway problem 
becomes of prime importance in any revival of in- 
dustry, since transportation and industry are inter- 
dependent. Lacking an adequate system of highway 
transport, and having lost much of her prewar coast- 
wise shipping facilities, Japan must depend mainly 
on her railway system for the distribution of the prod- 
ucts of industry and agriculture, and for the trans- 
portation of citizens between the centers of population. 
The railways will also play a vital part in the proposed 
development of foreign trade. 

It is considered imperative that critically needed 
materials and equipment be provided promptly to 
permit rehabilitation of the Japanese railway system 
in order to forestall failures which are inevitable if 
present conditions continue. The necessary materials 
and equipment can be financed through savings in 
operating, fuel, and maintenance expenses, and the cost 
of the American occupation will be correspondingly 
reduced. The railways will then be able to function 
successfully. 
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Legislative Activities 
Reported by A.A.R. 


Files return under Lobbying Act; 
spent $39,803 in first quarter 


Legislative activities of the Associa- 
tion of American Railroads during this 
year’s first quarter involved expendi- 
tures totaling $39,803.27, mostly for sal- 
aries of A.A.R. officers and employees, 
but including also a $4,000 contribution 
to the National St. Lawrence Project 
Conference, according to a report which 
the association has filed with the clerk 
of the House of Representatives. The 
report was filed under Regulation of 
Lobbying Act which was enacted in 
1946 as part of the law providing for 
reorganization of congressional proce- 
dures. 

It stated that the association “is ad- 
vised by counsel and believes” that the 
filing was not required by the law. It 
added that “the report is nevertheless 
filed for the purpose of advising Con- 
gress of the estimated receipts of and 
expenditures by the association for 
federal legislative activities”; and that 
“it is the intention of the association to 
continue to file reports of this character 
in the future.” In a brief description of 
the A.A.R. organization and listing of 
its activities, the report stated that the 
legislative activities are a “minor part” 
of the total activities, and the cost of 
such legislative activities is a “minor 
part (estimated to range between 1 per 
cent and 3 per cent during various pe- 
riods) of the total cost of all activities.” 

Also, it was pointed out that the re- 
ported contributions and expenditures 
covered “all federal legislative activit- 
ies” of the association, including activi- 
ties with respect to legislation which 
the association did not support or op- 
pose, either directly or indirectly.” In 
this connection, the report went on to 
explain that the association “advises its 
member lines of all legislation of possi- 
ble interest to them, much of which is 
neither supported nor opposed by the 
association.” Thus A.A.R. officers “de- 
vote considerable time to the analysis of 
legislative measures and to similar legal 
work which, in numerous instances, 
does not have as its purpose the passage 
or defeat of such measures.” 

The $39,803.27 reported as the first- 
quarter expenditures is also the amount 
reported as contributions for legislative 
activities during the same period. The 
same figures were used because no con- 
tribution to the association is earmarked 
to be used for legislative purposes; and 
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thus it was assumed that contributions 
for that purpose equaled the expendi- 
tures. The report form calls for a list- 
ing of contributors of $500 or more, and 
for that purpose it was assumed that 
each full member of the association par- 
ticipated in the total contributions for 
legislative activities in the same propor- 
tion that it participated in the total con- 
tributions of all full members for the 
entire activities of the association. 
“©On this basis, 23 of the larger A.A.R. 
member roads were listed as contribu- 
tors of $500 or more, their aggregate 
contribution being $30,127.08. The re- 
maining $9,676.19 of the reported total 
of contributions came from other full 
members, their individual contributions 
being less than $500 on the basis of the 
foregoing formula. 


List Railroad Speakers for 
Transportation Institute 


A number of railroad officers are 
among those selected to address the first 
Midwestern Institute in Rail Transpor- 
tation, to be held April 19 to May 1, 
inclusive, at the University of Minne- 
sota in Minneapolis. The institute is 
being sponsored by the University in 
cooperation with the Association of 
American Railroads and the Association 
of Rail Transportation Institutes (see 
Railway Age of March 13 page 539). 
It will be directed by Edmund A. 
Nightingale, associate professor of eco- 
nomics and transportation. 

Railroad officers scheduled to partici- 
pate in the institute, and their subjects 


are as follows: 

Harvey C. Marmaduke, representative of 
the executive department and manager, Em- 
ployees’ Suggestion System, Illinois Central, 
“Visual Education and Empolyees’ Suggestion 
Systems,’ and “Romance of American Rail- 
roads.” 

Vernon P. Turnburke, vice-president, ex- 
ecutive department, Great Northern, ‘Railway 
Organization—the Modern Corporation and 
its Functions.” 

William W. Judson, vice-president, operat- 
ing department, Northern Pacific, “Overall 
Picture of Line Operations.” 

Frank Lockwood, superintendent of sta- 
tions and loss and damage prevention, Chica- 
go, Rock Island & Pacific, “Loss and Damage 
Prevention.” 

Edwin H. Burgess, vice-president and gen- 
eral counsel, Baltimore & Ohio, ‘‘Rate-Making 
Issues” and ‘Railway Legal Department— 
Organization and Functions.” 

Frank G. Fitz-Patrick, vice-president, traf- 
fic, Chicago & North Western, “‘Selling Freight 
and Passenger Services.” 

William R. Cox, freight traffic manager, 
Western region, Pennsylvania, ‘‘Traffic Train- 
ing Activities.” 

L. J. Kiernan, manager of special services, 
public relations department, A.A.R., ‘‘Railway 
Financial Problems.” 

Chester L. LaFountaine, general safety 
supervisor, Great Northern, “Safety Pro- 
grams.” 

Harold M. Sims, director of public rela- 












NON-OPS WANT 25 CENTS 
MORE PER HOUR PLUS 
40-HR. WEEK 


Sixteen non-operating railroad unions on 
April 10 served formal notice on the in- 
dividual carriers of a combined demand for 
reduction of the work-week from 48 to 40 
hours, without any reduction in straight- 
time earnings from the existing basis, plus 
an increase of 25 cents in rate of pay 
per hour, to te effective May 10. In ad- 
dition to these basic objectives, the or- 
ganizations are serving notice of demands 
for other costly changes in rates of pay 
and working agreements as follows: (1) 
Minimum pay for eight hours at overtime 
rates for service of any length on Saturdays; 
(2) pay for a minimum of eight hours at 
not less than double time for service of 
any length on Sundays and holidays (if a 
specified holiday falls on a Sunday, the 
following Monday will be deemed a “double- 
time day”); and (3) pay at overtime rates 
for all service beyond eight hours, or other 
basic day established, Mondays through 
Fridays, where not now in effect. 

To push the campaign on a national basis 
the unions have established a so-called Em- 
ployees’ National Conference Committee 
headed by G. E. Leighty, president of the 
Order of Railroad Telegraphers, who di- 
rected the wage movement of the non- 
operating organizations in 1947. 





tions, Western Association of Railway Ex- 
scutives, ‘Public Relations.” 

John P. Cole, general accounts assistant, 
4.A.R., “Cost Finding.” 

Daniel P. Loomis, executive director, Asso- 
tiation of Western Railways, “Settling Rail- 
way Labor Disputes.” 

Rex R. Manion, engineer, maintenance of 
way, Great Northern, “Current Problems in 
Maintenance of Way.” 

William Nelson, mechanical assistant to 
general manager, Kansas City Southern, ‘‘Cur- 
rent Problems in Maintenance of Equipment.” 

Frank L. Murphy, chief engineer, Pullman- 
Standard Car Manufacturing Company, “New 
Developments—Freight and Passenger Equip- 
ment.” 

Frank L. Steinbright, superintendent of 
telegraph, Northern Pacific, ‘‘New Develop- 
ments—Signalling and Communication.” 

Robert S. Henry, vice-president in 
charge of public relations of the A.A.R., 
will be the principal speaker at the 


graduation dinner on April 28. 


Hearings on Eastern Fare 
Increase to Begin May 5 


Hearings on the application of east- 
ern railroads for authority to increase 
basic passenger fares to 3 cents per 
mile in coaches and four cents per mile 
in Pullmans (reported in Railway Age 
of April 10, page 61) have been set 
by the Interstate Commerce Commis- 
sion for May 5. Commissioner Rogers 
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and Examiner Burton Fuller will pre- 
side at the hearings to be held in the 
St. George Hotel, Brooklyn, N. Y. 


N.Y.C. Coordinated Trucking 
Plan Approved by the I.C.C. 


Division 5 of the Interstate Com- 
merce Commission has approved New 
York Central plans for the establish- 
ment of a network of truck routes be- 
tween points in Ohio, Indiana and IIli- 
nois, the road’s so-called Big Four Dis- 
trict, over which operations will be co- 
ordinated with rail services for l.c.1. 
freight. The trucking service will be 
provided with leased equipment, and 
the certificate will be subject to the an- 
nual conditions designed to keep the 
highway operations auxiliary to rail 
service, including the so-called “key 
point” restriction stipulating that no 
shipments shall be transported by motor 
vehicle between specified points, or 
through or to or from more than one 
such point. The proceeding is No. MC- 
67916(Sub-No. 3). 

As proposed by N.Y.C., the network 
would have covered 34 routes, ranging 
in length from 28 miles to about 152 
miles and aggregating more than 3,000 
miles. The division modified this plan 
in various respects; so the network ap- 
proved in the report is set up as a 17- 
route plan. Among other changes the 
division eliminated what it called “non- 
parallel short-cut routes,” i.e. routes be- 
tween important N.Y.C. points which 
would not parallel its rail line between 
such points, the rail line being some- 
what longer than the shortest practic- 
able highway route. N.Y.C. highway 
operations on such routes would in- 
volve “penetrations into the territory of 
competing railroads,” the division found. 

Meanwhile, it rejected contentions of 
protesting independent trucking inter- 
ests who made presentations to the ef- 
fect that N.Y.C. should be required to 
make its trucking arrangements with 
them. “The plan before us,” the report 
said, “contemplates more than a mere 
interchange of traffic for joint move- 
ment over routes of connecting car- 
riers. What applicant desires and needs 
is a motor service on shipments that 
are exclusively in its custody and con- 
trol. The use of the service of a large 
number of independent motor carriers, 
each with its individual interest in its 
own traffic, would militate against the 
satisfactory performance of a single, in- 
tegrated, and scheduled service supple- 
mentary to applicant’s rail service.” 

The intervening motor carriers also 
protested that there had been no show- 
ing of inadequacy in their service, and 
that the proposed coordinated  1.c.1. 
operations (the rates being lower than 
the motor-carrier rates) would “redi- 
vert traffic to applicant which it has 
heretofore lost to motor carriers.” With 
respect to those contentions, the divi- 
sion had this to say: 

“The application ... is not founded 
upon a theory that there is a material 
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NEW PLANT CONSTRUCTED ALMOST ENTIRELY OF ALUMINUM—More than 6% 
million lb. of aluminum—said to be the greatest single application of that metal ever 
recorded in the building trades—went into the construction of the sheet and plate rolling 
mill of the Aluminum Company of America, at Davenport, lowa 





deficiency in the all-motor service pro- 
vided by the existing motor carrier... . 
The authority .. . will not permit ap- 
plicant to enter a new field but will 
merely permit it to substitute for the 
present inefficient service a new form of 
service, one that will provide a faster, 
more economical, and efficient means 
for handling the 1.c.1. rail traffic which 
applicant has been’ and is transporting, 
and which it is obligated to continue to 
transport. We do not believe it to be the 
intent of the act to vest in one compet- 
ing carrier or class of carriers the 
right to require the continuation by an- 
other of an inefficient method of opera- 
tion. Nor are we persuaded that the 
revenues of existing motor carriers will 
be materially affected by the proposed 
improvement in applicant’s merchandise 
... but, in any event, the public should 
not be deprived of the benefit of an im- 
proved service simply because it might 
divert some traffic from other carriers.” 


Ticket Manufacturers Named 
In Complaint Issued by F.T.C, 


Charges that 37 manufacturers and 
six trade associations, including the 
Traffic Ticket Manufacturers Associa- 
tion and the Licensed Railroad Ticket 
Manufacturers Association, both at 369 
Lexington avenue, New York, have 
allegedly violated the Federal Trade 
Commission Act by unlawfully com- 
bining to fix prices and eliminate com- 
petition in the manufacture and sale of 
various types of tickets and related pro- 
ducts are embodied in a complaint 
which has been issued by the Federal 
Trade Commission. The complaint also 
names as a respondent the firm of 
Gooch & Co., of the same New York 
address, which, according to the com- 
plaint, is a co-partnership which acts as 
secretary and industry counsel for each 
association. Among the products in- 
volved in the proceeding are (1) rail- 
road tickets, described as tickets, checks 


and coupons of all types used by railroad 
systems and affiliated bus, ferry, bridge 
and airways systems; and (2) transit 
tickets, described as electric railway 
and bus tickets, checks, coupons and 
transfers. 

Thirty-three of the respondent manu- 
facturers, according to the F.T.C., are 
members of one or more of the associa- 
tions, while the other four allegedly 
have “cooperated” with the associations 
and their members. The respondents 
have 20 days from April 7 to file ans- 
wers to the complaint. 


Representation of Employees 


The Brotherhood of Railroad Train- 
men has extended its coverage of 
Chesapeake & Ohio yardmen, including 
foremen, helpers, switchtenders and 
car-retarder operators, to include those 
yardmen employed on the C. & O.’s 
Pere Marquette district, according to 
the result of a recent election cer- 
tified by the National Mediation Board. 
Yardmen on the P.M. were represented 
by the Switchmen’s Union of North 
America before its merger with the C. 
& O. last year. In a system-wide elec- 
tion the B. of R. T. won by a vote of 
2,110 to 774. 

As the result of other elections which 
also have been certified by the N.M.B., 
the American Railway Supervisors As- 
sociation has replaced the Railway Em- 
ployees’ Department, American Federa- 
tion of Labor, as the representative of 
Missouri Pacific mechanical department 
foremen below the rank of general fore- 
men; and the Brotherhood of Railway 
Clerks has supplanted the United 
Transport Service Employees of Amer- 
ica as the representative of red caps em- 
ployed by the New Orleans Terminal 
Company. The N.M.B. also certified the 
Brotherhood of Maintenance of Way 
Employees, as the result of a check of 
representation authorizations, to suc- 
ceed a local affiliate of the United Steel- 
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workers of America, C.I.O., as the rep- 
resentative of Newburgh & South Shore 
maintenance of way employees. 

The board also has certified a local 
affiliate of the Internationa: Brother- 
hood of Firemen, Oilers, Helpers, 
Roundhouse and Railway Shop Labor- 
ers, A.F. of L., to represent Ann Arbor 
powerhouse employees and railway shop 
laborers, and the B. of R. C. to rep- 
resent the entire craft of clerical, office, 
station and storehouse employees of the 
Canadian Pacific who perform work in 
the United States. The Ann Arbor em- 
ployees formerly were not represented 
by any organization. With respect to 
the C.P. election, the B. of R. C. had 
been recognized as the collecting bar- 
gaining representatives of a portion, but 
not all of the employees involved. 

The Dining Car and Railroad Food 
Workers Union has replaced the Hotel 
and Restaurant Employees and Barten- 
ders International Union as the repre- 
sentative of dining car employees of 
the Pennsylvania, as the result of a re- 
cent election which has been certified by 
the National Mediation Board. The vote 
was 1,403 to 702, with 99 ballots also 
being cast for the United Transport 
Service Employees of America, which 
advised the board that it had a “sub- 
stantial number” of authorizations from 
employees involved in the dispute and 
therefore desired to participate in the 
election. 

In another recent election, the Ameri- 
can Train Dispatchers Association ex- 
tended its coverage of Gulf, Mobile & 
Ohio train dispatchers to include the 
entire craft or class of such employees. 
The A.T.D.A. formerly represented a 
“large portion” of the dispatchers, and 
the carrier protested against the inclu- 
sion of chief dispatchers on the list of 
those eligible to vote, claiming that the 








William T. Faricy (center), president of 
the Association of American Railroads, 
Mrs. Faricy, and Albert R. Beatty, assistant 
vice-president of the A.A.R., boarding a 
plane at Miami, Fla., on their way to 
Havana, Cuba, where they attended the 
sixth Pan-American Railway Congress 
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occupants of such positions are officials 
of the road. The board, however, said 
that the facts adduced by the mediator 
concerning the duties and responsibili- 
ties, of the G. M. & O.’s chief dispatch- 
ers did not support a conclusion that 
they were officials; and thus it found 
them to be a part of the craft or class 
of train dispatchers. 

As the result of other board certifica- 
tions, the Sheet Metal Workers Inter- 
national Association, operating through 
the Railway Employees’ Department, 
American Federation of Labor, has sup- 
planted the Federated Shop Crafts of 
the Bessemer & Lake Erie as the repre- 
sentative of that road’s molders, includ- 
ing their helpers and apprentices, and 
the International Woodworkers of 
America, Congress of Industrial Or- 
ganizations, has become the representa- 
tive of Nacogdoches & Southeastern 
maintenance of way employees. The 
latter formerly had not been repre- 
sented. 


Union Pacific Fined $100 ; 


The Interstate Commerce Commission 
has been advised that a plea of nolo 
contendere was entered by the Union 
Pacific in the federal court at Portland, 
Ore., on March 18 to one count of an 
information in two counts which 
charged the carrier with having violated 
the commission’s regulations governing 
the transportation of explosives and 
other dangerous articles. A fine of $100 
was imposed. 

The specific offense on which the plea 
was entered was the improper placing of 
a freight car placarded “Explosives” in 
a position nearer than the sixteenth car 
from the locomotive of a through freight 
train. 


Radio for Public Relations 


Radio station KCKN at Kansas City, 
Mo., has recently completed a series of 
14 Sunday afternoon broadcasts designed 
to illustrate what the railroads serving 
the city have contributed to its growth, 
and what they have to offer to help: 
in its further progress and development. 
An introductory program included inter- 
views with Mayor Kemp, A. F. Hillix, 
president of the Chamber of Commerce, 
and George K. Reeder, southwestern 
representative of the Houston Port & 
Traffic Bureau. In the 13 subsequent 
broadcasts, each of the 12 trunk-line 
railroads serving Kansas City presented 
a program in which an officer of the 
road described a specific phase of its 
activities relating to greater Kansas 
City. One program was assigned to 
the 45 “off-line” railroads having re- 
presentatives at Kansas City. 

To illustrate the scope .of the pro- 
grams, Guy E. Stanley, executive as- 
sistant of the Union Pacific, was inter- 
viewed by the radio station’s news editor 
on the topic, “Diverse Freight Facilities 
Available at Kansas City.” Another 
program featured H. L. Traber, ex- 
ecutive general agent, Missouri Pacific, 





on the subject “The Railroads Con- 
tribution to the Industrial Economy of 
the Midwest.” Each program was 
planned to show specifically service to 
the people of Kansas City by its rail- 
roads. 

Virtually all commercial radio stations 
allot free time to public interest pro- 
grams. Mr. Reeder, who has been the 
prime mover in the Kansas City broad- 
casts, sought an allotment of public 
service time for the purpose, which 
the radio station was glad to allow 
because of its belief that the railroads 
‘had something worthwhile to offer. The 
Association of American Railroads 
aided in the assembly and preparation 
of material. Listener response was re- 
ported to be heavy. 


February Accident Statistics 


The Interstate Commerce Commis- 
sion has made public its Bureau of 
Transport Economics and Statistics’ 
preliminary summary of steam railway 
accidents for February and for this 
year’s first two months. The com- 
pilation, which is subject to revision, 
follows: 

Mo. of 2 mos. ended 
Item February with Feb. 
1948 1947 1948 1947 


Number of train ac- 
EE wise sos 55:0% 1,190 1,450 2,402 2,995 


Number of casualities 
in train, train-serv- 
ice and nontrain ac- 


cidents: 
s 
Trespassers: 
ie 108 68 188 141 
Oy ea 78 56 132 122 


Passengers on trains: 
(a) In train ac- 


cidents* 
Katled . ses. —- 16 14 26 
Injured ..... 51 260 326 363 


(b) In train-serv- 
ice accidents 


SU Dc 1 3 5 3 
PRGUTER o0:0:<0% 217 221 398 426 
Travelers not on 
trains: 
Ratled  ssc<e. 4 — 5 1 
Injured ..... 101 88 215 176 
Employees on duty: 
Billed ..s00 58 so .i22 114 
Injured ..... 2,795 3,084 5,899 6,337 
All other nontres- 
passers:* 
JG ie 123 216 293 406 
Trgured 2655 623 580 1,367 1,307 
Total—All classes 
of persons: 
UTS liga er 294 362 627 691 
dngured: ..c.5. 3,865 4,289 8,337 8,731 


* Train accidents (mostly collisions and de- 
railments) are distinguished from _train- 
service accidents by the fact that the former 
caused damage of more than $150 to railway 
property in 1947. Beginning January 1, 
1948, this minimum was raised to more 
than $250. 


**Casualties to “Other nontrespassers” happen 
chiefly at highway grade crossings. Total 
highway grade-crossing casualties for all 
classes of persons, including both tres- 
passers and nontrespassers, were as follows: 


Persons: 
LOU SS ne 118 200 279 379 
PEC: er , 409 446 882 918 


Complaint of Auto Manufacturers 
To Be Aired in Detroit May 25 


The Interstate Commerce Commis- 
sion has set back to May 25 the hear- 
ing previously scheduled for April 13 
in a complaint filed by six automobile 
manufacturers — Chrysler, Hudson, 
Nash-Kelvinator, Packard, Studebaker 
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and Willys-Overland — which allege 
that railroad rates on new passenger 
automobiles and trucks from their plants 
are relatively higher than those from 
the assembly plants of Ford and Gen- 
eral Motors. The hearing will be held 
at Detroit, Mich., before Examiners 
Carter and Lawton. Details of the com- 
plaint were set out in Railway Age of 
November 1, 1947, page 54. 


L. V. Begins Work on Diesel 
Servicing Shop at Sayre, Pa. 


Ground has been broken at Sayre, 
Pa., for the Lehigh Valley’s new facili- 
ties for servicing Diesel-electric locomo- 
tives, it was announced this week. The 
complete program, involving an expen- 
diture of $240,000, is expected to be 
completed this year. Five stalls, each 
accommodating two 2,000-hp. Diesel- 
electric units, will be housed in the 
northeast section of the back. shop. 
Three of the stalls will be equipped 
with drop tables to facilitate wheel and 
truck replacement. The new shop will be 
used not only to service the road’s pres- 
ent passenger Diesels, but has been 
planned with the possibility in mind of 
future purchases of Diesels for freight 
service. 


Voluntary Rail Revamp 
Bill Signed by President 


President Truman has signed H. R. 
2298, the recently-enacted bill which 
adds to the Interstate Commerce Act a 
new section 20b, setting up procedures 
for the voluntary readjustment of rail- 
road financial structures along lines of 
the former Chandler and McLaughlin 
acts, the latter of which expired No- 
vember 1, 1945. The final version of the 
new legislation is a compromise between 
the House-approved measure, which 
would have confined the voluntary re- 
adjustment procedures to roads not in 
bankruptcy, and proposed Senate amend- 
ments, which would have gone further 
and applied such procedures on a man- 
datory basis to certain roads already in 
the hands of the courts. Provisions 
whereby certain roads in bankruptcy 
might transfer to a voluntary-revamp 
proceeding remain, but few, if any, such 
roads are expected to use them. 

The House version was the so-called 
“Mahaffie” bill, which was framed on 
the basis of recommendations submitted 
by Interstate Commerce Commissioner 
Mahaffie and sponsored by the chairman 
of the House committee on interstate 
and foreign commerce—Representative 
Wolverton, Republican of New Jersey. 
The principal changes from the Chand- 
ler and McLaughlin acts, which were 
parts of the Bankruptcy Act, make the 
I. C. C. rather than a court the main 
arbiter in the framing of reorganization 
plans. 

A Compromise—The Senate amend- 
ments, which proposed to apply the 
revamp procedures on a mandatory basis 
to certain roads already in the hands of 
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the courts, were sponsored by Senators 
Reed, Republican of Kansas, and Myers, 
Democrat of Pennsylvania. A compro- 
mise reached with Senate opponents of 
those proposals brought the final ver- 
sion’s toned-down provisions in that 
respect. These were accepted by the 
House along with other Senate amend- 
ments. Among the latter was that which 
will permit the voluntary revamp plans 
to modify stocks as well as evidences of 
indebtedness; and that which will have 
the effect of requiring the I.C.C. (upon 
petition by an interested party and under 
specified circumstances) to reconsider 
approved reorganization plans for bank- 
rupt roads in the light of new develop- 
ments or changed conditions. 

The report on the final version of the 
bill, which came from the Senate 
committee on interstate and foreign 
commerce, said that its “principal use” 
would be in the employment of the 
voluntary revamp procedures as they 
apply to roads not in the hands of the 
courts. In that connection, it is made 
lawful, with the approval and authori- 
zation of the commission, for a railroad 
to modify the provisions of any of its 
securities except equipment trust cer- 
tificates or other evidences of indebted- 
ness secured by equipment. 

The first step is the filing of an ap- 
plication with the commission, which 
may require the applicant to secure 
assurances of assent to the proposed 
modification by holders of a percentage 
(to be determined by the commission) 
of the aggregate principal amount or 
number of shares outstanding of the 
securities affected. Whether or not it 
requires such a prima facie showing of 
assents, the commission must set the 
application for public hearing and the 
applicant carrier must give “reasonable” 
notice of such hearing to persons having 
an interest. Findings which must be 
made by the commission as a prere- 
quisite to approval of a proposed revamp 
include a holding that the proposal is 
in the public interest; that it will be “in 
the best interests of the carrier, of each 
class of its stockholders, and of the 
holders of each class of its obligations 
affected”; and that it “will not be ad- 
verse to the interest of any creditor of 
the carrier” not directly affected. 

Basis of Approval—Next, the commission 
is required to cause the applicant carrier 
to submit the proposed plan to interested 
security holders; and approval of the 
commission may not be granted unless 
the plan is assented to by the holders of 
at least 75 per cent of the aggregate 
principal amount or number of shares 
outstanding of each class of securities 
affected. In the latter connection, the 
commission is given authority to re- 
quire a larger percentage of assent “in 
any case where 75 per cent is held 
by fewer than 25 holders.” When the 
assents are obtained, the commission is 
required to enter its order approving 
and authorizing the alteration. 

Such an order makes the plan binding 
as to the holder of any of the securities 












affected. There is also a provision stipu- 
lating that the commission’s power in 
the premises “shall be exclusive and 
plenary,” and that any carrier acting 
pursuant to a commission order is re- 
lieved from restraints of all other laws 
and from any obligation to secure ap- 
proval of any state authority. To em- 
phasize that the voluntary-revamp pro- 
cedures are to remain voluntary and to 
be thus limited, the act contains this 
language: “The provisions of this sec- 
tion are permissive and not mandatory 
and shall not require any carrier to 
obtain authorization and approval of 
the commission hereunder for the mak- 
ing of any alteration or modification of 
any provision of any of its securities 
or of any class thereof or of any pro- 
vision of any mortgage indenture, deed 
of trust, corporate charter, or other in- 
strument, which it may be able lawfully 
to make in any other manner, whether 
by reason of provisions for the making 
of such alteration or modification in any 
such mortgage, indenture, deed of trust, 
corporate charter, or other instrument, 
or otherwise: Provided, that the pro- 
visions of paragraph (2) of section 20a, 
if applicable to such alteration or modi- 
fication made otherwise than pursuant 
to the provisions of this section, shall 
continue to be so applicable.” 

Protective Clauses—There are other 
provisions relating to such matters as 
the determination of what securities are 
to be deemed to be outstanding when a 
revamp plan is proposed; the applica- 
bility to carriers which are liable as 
guarantors of securities involved; and 
relief from the normal tax on the trans- 
fer and exchange of securities. Another 
provision was singled out for special 
comment by members of the Senate- 
House conference committee which 
reconciled the differing versions of the 
bill. It is that which requires that “all 
letters, circulars, advertisements, and 
other communications, and all financial 
and statistical statements” used in soli- 
citing assents or opposition to a pro- 
posed revamp plan “shall, before being 
so used, be submitted to the commission 
for its approval as to correctness and 
sufficiency of the material facts stated 
thereon.” 

The statement of the House mem- 
bers of the conference committee called 
this provision “necessary,” but added 
that while it “should be applied so as 
to fully protect the interests of affected 
parties, it is not intended to operate in 
such a way as to impose unnecessary 
censorship of normal or ordinary cor- 
respondence between a carrier and a 
stockholder.” In a similar statement, the 
Senate members of the conference com- 
mittee suggested that the commission 
“construe the language liberally so as 
to protect the public interest but at the 
same time not require the commission 
to scrutinize all correspondence.” 

The compromise provisions relating 
to roads in bankruptcy would permit 
those involved in section 77 proceedings 
to undertake a voluntary revamp if on 
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the date of the enactment of this legis- 
lation there had not been a final con- 
summation of a plan of reorganization. 
Railroads in receivership would be eli- 
gible if on the enactment date their 
properties had not been sold at a fore- 
closure sale and the order of sale con- 
firmed. In either such case the road 
must first file an application with the 
court, which has custody over its prop- 
erties, for authority to take advantage 
of the voluntary adjustment procedure. 
That application must be accompanied 
by a showing that holders of at least 
25 per cent of the aggregate amount of 
_ securities affected by the proposed plan 
are in accord with it. The court has 
final authority to grant or withhold the 
permission sought. 

Applicability to Bankrupts—If it acts 
favorably on the petition, the bankrupt- 


cy or receivership proceeding will be 
suspended until such time as the com- 
mission has advised the court that it has 
approved the proposed revamp, or that 
the application filed with it has been 
otherwise disposed of ; or that 12 months 
have elapsed since the filing of the 
application and no plan has been ap- 
proved by the commission. Thus the 
roads in bankruptcy or receivership 
will have a maximum of 12 months to 
work out a voluntary readjustment 
plan. Meanwhile, the court will retain 
custody of the property; but if a plan 
is approved by the commission, and is 
satisfactory to the court, the bankruptcy 
or receivership proceeding will be ter- 
minated, and the custody of the property 
will be restored to the debtor. 

In indicating that it did not expect 
much, if any, use of the act’s procedures 





Selected Expenditure and Asset Items 





24. Loans and bills receivable........ (kbe>eesesne 
27. Miscellaneous accounts receivable 


29. Interest and dividends receivatle..........- 
30. Accrued accounts receivable...........se00. 


53. Analysis of taxes accrued: 





Subject to revision. 
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Ratio of income to fixed charges (Item 5+6-04) . 


25. Traffic and car-service balances—Dr..........+. 
26. Net balance receivable from agents and conductors .. 


es PERUPINANS BNI BUNGEE... .s.000cceecee cesses 


Bn, ee RTE DEES... 5. .ccasccoweciepssween 


ee 


Pobeheeheeearn ie $125,614,021 $189,145,625 


32. Total current assets (items 21 to 31)....... 
40. Fund. debt maturing within 6 months?.......... 


41. Loans and bills payable® .............seccceee 
42. Traffic and car-service balances—Cr............ 
43. Audited accounts and wages payable........... 
44. Miscellaneous accounts payable............46. 
45. Interest matured unpaid.............scseeees 
46. Dividends matured unpaid.............e20e00s 
47. Unmatured interest accrued.............e00e0- 
48. Unmatured dividends declared..............2. 
49. Accrued accounts payable. ..........esecceees 
ER TNNON Go ca nace cuss aeeeew eee 


52. Total current liabilities (items 41 to 51)..... 


i 


Selected Income and Balance-Sheet Items of Class I Steam Railways 


Compiled from 130 reports (Form 1BS) representing 134 steam railways 
(Switching and Terminal Companies not Included) 


“United States 





Por the month of January 








Income items 1948 1947 
1. Net railway operating income.........seeeeeee [xtasusbeeee .-. $41,297,149 $56,498,860 
On. oils ckcbaba aks esse ke eens sans eeeede ed 'neb be 19,089,249 16,336,981 
3. DURMERIUNUR Gna ina gcd aseccaesseneswasso bs se see ea eees 60,386,398 74,835,841 
4. Miscellaneous deductions from income.......cccccccesccccccecs 3,845,208 3,274,537 
5. Income availagle for fixed charges........ccsecececcccccces 56,541,190 71,561,304 
6. Fixed charges: 
6-01. Rent for leased roads and equipment.........eeeeeeeeee 9,762,079 10,372,181 
6-02. Interest deductions!............see0- Loeueeeeehesenees 24,343,750 26,351,502 
Speen. ADEN MUDUIOLADIIB uc ons 0's 000000005 0d.000005 00000 e ses 143,235 137,591 
6-04. Otel fined CHATPES. . .0cccecccocccccccesece Soe 34,249,064 36,861,274 
7 BROOOINIG BICAr FIROO CUDEBOS . 5. o:0<.0.000 654s 050 0000080050500 0 22,292,126 34,700,030 
ee Pr a loa waa snoseesee aes ebee sees 3,584,665 2,937,100 
9. DI oOo Un Sesh eeaeen eben esse 18,707,461 31,762,930 
10. Depreciation (Way and structures and Equipment)... 30,111,771 28,886,238 
11. Amortization of defense projectS.......cccsccccccccccccccccces 1,368,598 1,366,007 
12. Federal income taxes.............eccccccccccccscccsccscccces 23,863,324 23,944,532 
13. Dividend appropriations: 
Sa eer rr rr Seubhessucseaes 3,158,609 2,902,627 
ee ce Cree re rT reo re Ee —_s aan 


eeeereeesreesses 


Balance at end of January 
948 1947 


17. Expenditures (gross) for additions and betterments—Road....... $22,360,436 $15,623,377 
18. Expenditures (gross) for additions and betterments—Equipment.. 
19. Investments in stocks, bonds, etc., other than those of affiliated 

companies (Total, Account 707).........e+. 
20. Other unadjusted debits. ...........cccccccece 


LS CN SSS ea a eT ery 
22. Temporary cash investments............seeee 
EL MUNNIND  hoe o  ak oasbeasinewe 


32,117,008 


-opbasbann ese be 581,218,272 580,209,251 
PST 160,536,771 167,653,660 


pu nioe enna eeews 938,320,448 930,845,610 
Seeeseneeseeees 966,973,791 1,047,340,900 
143,464,075 165,751,160 

12,629,717 366,985 

52,929,125 46,021,711 
123,517,505 126,891,928 
oe ... 830,478,674 291,691,678 
cose - ... 779,875,851 674,337,556 









13,554,826 13,959,581 
174,271,198 175,928,007 
Poe 33,890,205 57,163,725 





3,569,905,415 3,530,308,841 





4,035,000 9,745,600 
owes 00 els sins Siac 92,353,662 96,443,233 
Seine wis 0:5 sis swe 529,433,238 475,697,693 
235,946,659 187,516,117 


eee eee rereseeee 


Shwe bee euibis ies. 47,076,289 53,270,076 
jess ueine eae kis 7,247,335 7,551,517 
cae em eae SF 75,537,330 68,401,134 
‘see eruneneese 18,578,571 19,795,787 


eheees cece ees 180,038,758 162,682,499 
ewan nde: 694,062,042 433,075,367 
110,126,502 98,401,257 


1,994,435,386 1,612,580,280 





jsebwbienle assoc 570,518,496 320,573,207 
Sy 123,543,546 112,502,160 


Seeks ees esse ees 343,295,911 360,222,358 


1 Represents accruals, including the amount in default. 

# Includes payments of principal of long-term debt (other than long-term debt in default) which becomes 
due within six months after close of month of report. 

# Includes obligations which mature not more than one year after date of issue. 

Compiled by the Bureau of Transpcrt Economics and Statistics, Interstate Commerce Commission. 


by bankrupt roads, the Senate committee 
pointed out in its report that the larger 
railroads in bankruptcy have completed 
their reorganizations. At the same time, 
the report listed 22 roads in bankruptcy 
or receivership, which might qualify if 
they desired. 

The “more important” provisions re- 
lating to bankrupt roads were identified 
by the Senate committee as those pro- 
viding for retonsideration of approved 
reorganization plans by the commission. 
The first of those provisions relates to 
reorganization plans hereafter approved 
by the commission, and provides that, at 
any time more than 18 months after the 
commission has either certified a plan 
to a court or has disposed of a like 
petition, any party affected may file a 
petition; and it shall be the duty of the 
commission to report to the court any 
new developments or changed conditions 
which make it necessary or expedient 
for the commission to reexamine or 
revise the plan. Such a petition cannot 
be entertained, however, in those cases 
where an order confirming the plan has 
been entered, unless an appeal from such 
an order is pending in the courts or the 
time for filing such appeal has not ex- 
pired. 

Another provision is substantially the 
same as the foregoing, but permits the 
court, instead of the commission, to re- 
ceive a petition and give consideration 
to the matter of changed conditions. If 
the court finds such action warranted, 
it may return the plan to the commission 
for revision. A third provision along the 
same lines stipulates that, in certain 
reorganization cases still pending, the 
commission must report to the court 
any developments which have taken 
place since December 31, 1939, and 
which were not provided for in the 
plan it approved. 


Woaybill Data Indicate 
Weight of 1947 Carloads 


The Bureau of Transport Economics 
and Statistics of the Interstate Com- 
merce Commission has issued tabula- 
tions showing, on a sample basis for se- 
lected commodity classes, the percen- 
tage distribution of 1947 carloads by 
weight brackets. The compilation, which 
is statement No. 488 of the bureau, was 
prepared from data taken from way- 
bills submitted in response to the com- 
mission’s September 6, 1946, order re- 
quiring Class I roads to file all audited 
waybills representing their carload ter- 
minations which are numbered “1” or 
with digits ending “Ol.” The waybills 
used were those received by the bureau 
through last September—representing 
terminated traffic which originated in 
1947, 

Among commodities in the products- 
of-agriculture group, wheat showed the 
highest percentage (57 per cent) of car- 
loads weighing 100,000 Ib. and over. In 
the 80,000-100,000 Ib. bracket, malt 
NOS led with 62 per cent. Mill pro- 
ducts NOS headed the 60,000-80,000 Ib. 
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bracket with 81 per cent, while citrus 
fruits NOS were on top of the 40,000- 
60,000 bracket with 97 per cent. In the 
20,000-40,000 Ib. bracket there were 
three 100 per cent entries—cantaloupes, 
fresh peaches, and celery. The highest 
percentage in the under-20,000 Ib. 
bracket was that of cotton in bales—24 
per cent. 

Animals and products NOS headed 
two brackets in the listing of commodi- 
ties in the animals-and-products group 
—100,000 Ib.-and-over with 9 per cent 
and 60,000-80,000 Ib. with 42 per cent. 
Meanwhile the intermediate 80,000-100,- 
000 Ib. bracket was headed by hides, 
skins and pelts with 11 per cent; while 
cheese, with 72 per cent; headed the 
40,000-60,000 Ib. bracket. Most of the 
carloads in the animals-and-products 
group fell within the 20,000-40,000 1b. 
bracket which was headed by the horses, 
mules and ponies classification with 99 
per cent. The under-20,C00 Ib. bracket 
was headed by swine SD with 85 per 
cent. 

Excluding the classification anthracite 
coal to washeries with its 98 per cent, 
the 100,000 Ib.-and-over bracket in the 
products-of-mines group was headed by 
fluxing stone with 97 per cent. Here the 
80,000-100,000 Ib. bracket was headed 
by clay and bentonite with 37 per cent; 
the 60,000-80,000 Ib. bracket by crude 
petroleum with 83 per cent; and the 
40,000-60,000 Ib. bracket by coke with 30 
per cent. Only two entries were here 
shown in the 20,000-40,000 Ib. bracket— 
ore and concentrates, 4 per cent, and 
salt, 2 per cent. There were no entries 
for products of mines in the under-20,- 
000 Ib. bracket. 

Among products of forests, the 100,- 
000 Ib. and over bracket was headed by 
pulpwood with 10 per cent; and that 
commodity and fuel wood headed the 
60,000-80,000 Ib. bracket, each with 41 
per cent, the intermediate 80,000-100,000 
bracket being headed by logs, butts and 
bolts with 49 per cent. Other leaders 
in this group were: 40,000-60,000 Ib., 
rosin and turpentine, 65 per cent; 20,- 
000-40,000 Ib., box materials, 36 per 
cent; under 20,000 Ib., products of for- 
ests NOS, 4 per cent. 

In the manufacturers-and-miscella- 
neous group, the 100,000 lb.-and-over 
bracket was headed by iron and steel 
(billet, bloom and ingot) and iron and 
steel NOS, both with 82 per cent. Other 
leaders in this group were: 80,000-100,- 
000 Ibs., molasses residual, 80 per cent; 
60,000-80,000 Ib., soybean oil, 84 per 
cent ; 40,000-60,000 1b., alcoholic liquors, 
70 per cent; 20,000-40,000 Ib., rubber 
tires and tubes, 84 per cent; under 20,- 
000 Ib., passenger automobiles, 96 per 
cent. 


Money for I.C.C. and 
Roads Administration 


Congressional action was completed 
April 8 on the Independent Offices Ap- 
propriation Bill for the fiscal year end- 
ing June 30, 1948, when the Senate 
and House agreed on provisions. recon- 
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ciling their differing versions. The final 
version carried $10,894,317 for the In- 
terstate Commerce Commission—$151,- 
317 more than the commission has re- 
ceived during the current fiscal year, 
but $334,683 less than the fiscal 1949 
appropriation recommended for it in 
President Truman’s Budget. . 

The bill also carries $435,588,854 for 
the Public Roads Administration, in- 
cluding $427,288,854 for the federal-aid 
post-war highway system and $7,300,000 
for grade crossing elimination and pro- 
tection work. The President’s budget 
had proposed $452,288,854 for the high- 
way system. 


R.F.C. Files Rate Complaints 


Reparations totaling $1,286,278 are 
sought by the Reconstruction Finance 
Corporation in three rate complaints 
filed with the Interstate Commerce 
Commission The complaints assail rail- 
road rates paid by R.F.C’s former sub- 
sidiary, Metal Reserves Corporation, on 
various shipments of aluminum and tin. 


Receiving Acceptance of New 
Plan for Allocation of Steel 


The Department of Commerce’s Of- 
fice of Industry Cooperation stated this 
week that, as of April 12, it had re- 
ceived notices of compliance from 105 
prospective participants in the new 
“voluntary” agreement for the alloca- 
tion of steel for use in the freight car 
building and repair program. The plan, 
which was framed to conform with 
Public Law 395 enacted December 30, 
1947, will supplant the allocation ar- 
rangements worked out last year by the 
Office of Defense Transportation and 
the Steel Industry. 

The 105 notices of compliance re- 
ceived as of April 12 came from 64 
railroads, 20 steel companies, 2 con- 
tract car builders, 16 component parts 
manufacturers, and 3 private car lites. 
The O.D.T. plan had 276 participants, 
including 134 railroads, 32 steel produ- 
cers, 23 pig iron producers, 11 contract 
car builders, 68 component parts manu- 
facturers, and 8 private car lines. 


Equipment Depreciation Rates 
Prescribed for Two Roads 


Equipment depreciation rates for the 
Chicago, Rock Island & Pacific and the 
New York Central are among those 
prescribed by the Interstate Commerce 
Commission in a recent series of sub- 
orders in the general proceeding, De- 
preciation Rates for Equipment of 
Steam Railroad Companies. 

The rates for the Rock Island are 
prescribed in Sub-order No. 747, which 
is the initial sub-order for the reorgan- 
ized company. They are as follows: 
Steam locomotives, 2.85 per cent; other 
locomotives, 5.52 per cent; freight-train 
cars, 3.39 per cent; passenger-train cars, 
3.47 per cent; work equipment, 3.83 per 
cent; and miscellaneous equipment, 13.6 
per cent. The rates for the N.Y.C. are 


prescribed in Sub-Order No. 142-B, 
which is a modification of Sub-Order 
No. 142-A. They are as follows: Steam 
locomotives, owned, 3.4 per cent, 
leased, 3.8 per cent; other locomotives, 
owned, 3.3 per cent, leased, 6 per cent; 
freight-train cars, owned, 3.23 per cent, 
leased, 3.84 per cent; passenger-train 
cars, owned, 2.96 per cent, leased, 3.07 
per cent; floating equipment, owned, 
2.74 per cent; work equipment, owned, 
3.84 per cent, leased, 4.07 per cent; mis- 
cellaneous equipment, owned, 15.5 per 
cent, leased, 17.84 per cent. 


Emergency Boards Created 


President Truman on April 10 issued 
executive orders creating emergency 
boards to investigate disputes which 
brought recent strike threats to the 
Pennsylvania and the Aliquippa & 
Southern. 

As reported in the Railway Age of 
April 3, page 57, the P.R.R. dispute 
arises out of working-rules demands 
and other claims presented by the Bro- 
therhood of Locomotive Firemen & En- 
ginemen. The A.&S. controversy is a 
rules dispute involving employees repre- 
sented by the. Brotherhood of Railroad 
Trainmen. 


Bills in Congress 


Bills to increase benefit payments un- 
der the Railroad Retirement and Rail- 
road Unemployment Insurance acts 
have been introduced in the Senate by 
Senator Aiken, Republican of Vermont. 
for himself and Senators Morse of Ore- 
gon, Ives of New York, Republicans, 
Thomas of Utah, Hill of Alabama, 
Murray of Montana, and Pepper of 
Florida, Democrats. Like the measures 
introduced in the House by Represen- 
tative Crosser, Democrat of Ohio, the 
bills, S.2437 and S.2438, would increase 
Retirement-Act benefits by 20 per cent 
and Unemployment-Act benefits by 25 
per cent. Mr. Thomas has also intro- 
duced “by request” another bill, $.2423, 
to liberalize the Retirement Act in 
various respects. 

Senator Reed, Republican of Kansas, 
has introduced S.2426, proposing various 
Interstate Commerce Act amendments 
which have been recommended by the 
Interstate Commerce Commission. A 
similiar House bill, sponsored by Rep- 
resentative Wolverton, Republican of 
New Jersey, has been reported favor- 
ably from the House committee on in- 
terstate and foreign commerce of which 
Mr. Wolverton is chairman (see Rail- 
way Age of April 3, page 58). 

Senator Hill, Democrat of Alabama, 
has introduced S.2296, to authorize the 
government-owned Inland Waterways 
Corporation to extend its barge-line 
operations to the Tennessee and Cum- 
berland rivers and on the Ohio river 
and its tributaries above the confluence 
with the Cumberland. : 

Representative Leonard W. Hall, 
Democrat of New York, has introduced 
H.R.6078 to amend section 303 (e) of 
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the Interstate Commerce Act so as to 
authorize the I.C.C. to exempt from 
regulation the transportation by water 
of passengers between points in the 
United States by way of a foreign port 
or ports, upon a finding that such regu- 
lation is not necessary to carry out the 
national transportation policy. 

Bills to carry out various recommen- 
dations of the Congressional Air Policy 
Board’s recent report have been intro- 
duced in the Senate and House. More 
than a score of bills went to each cham- 
ber, the Senate bills being sponsored for 
the most part by the board’s chairman, 
Senator Brewster, Republican of Maine, 
and their House counterparts by the 
vice-chairman, Representative Hinshaw, 
Republican of California. 

The board’s report, which made 92 
recommendations including many re- 
lating to commercial aviation, was re- 
viewed in the Railway Age of March 
20, page 91. Among the Brewster and 
Hinshaw bills are those to provide for 
an air parcel-post service; to divert to 
the air lines first-class mail on which 
delivery would thereby be “appreciably 


expedited” ; to increase the Civil Aeron- 


autics Board's regulatory control over 
contartct carriers by air; to provide “for 
the avoidance of multiple taxation of 
air commerce’; and to establish a joint 
congressional committee on aviation 
policy. 


Additional Year Sought by S.P. 
In Which to Install AB Brakes 


The Southern Pacific has asked the 
Interstate Commerce Commission to ex- 
tend for one year from January 1, 1949, 
the time within which it will be re- 
quired to complete the installation of 
AB power brakes on both its inter- 
change and non-interchange freight 
cars. The commission’s 1945 order in 
the Docket No. 13528 proceeding di- 
rected all roads to equip all of their 
cars used in freight service, except 
those equipped with passenger-car 
brakes, with power brakes and appli- 
ances for operating power brake sys- 
tems, conforming to the specifications 
prescribed by the commission. The or- 
der was noted in Railway Age of Sep- 
tember 29, 1945, page 532. 


Would Authorize U. S. Membership 
In Pan-American Rail Congress 


The Senate committee on foreign re- 
lations has reported favorably to the 
Senate a resolution which would provide 
for participation by the United States 
government in the Pan-American Rail- 
way Congress. The resolution, S. J. 
Res. 177, is sponsored by the commit- 
tee’s chairman, Senator Vandenberg, 
Republican of Michigan. 

It would authorize the President 
to bring the United States into mem- 
bership in the Congress which is de- 
scribed as “a permanent international as- 
sociation designed to promote the study, 
discussion and possible solution of rail- 
way problems in the Americas.” It 
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would also authorize the appropriation 
of $5,000 annually for payment of this 
country’s proportionate share of the 
Congress’ expenses; and “such addi- 
tional sums as may be needed as inci- 
dental to our participation.” 

The committee’s report noted that 
the latest session of the Congress was 
held recently at Havana, Cuba, where 
the U.S. was represented by an “observ- 
er group.” As reported in the Railway 
Age of March 27, page 62, President 
W. T. Faricy of the Association of 
American Railroads was a member of 
that group. 


President Orders Higher 
Panama Canal Tolls 


President Truman has issued a procla- 
mation increasing Panama Canal toll 
rates, effective October 1. The Presi- 
dent acted under authority granted him 
by a provision of the Canal Zone Code 
which, however, required the six-months 
notice. 

On merchant vessels, when carrying 
passengers or cargo, the rate will go 
up from 90 cents to $1 “per net vessel- 
ton of 100 cubic feet each—that is, the 
net tonnage determined in accordance 
with the Rules for Measurement of Ves- 
sels for the Panama Canal.” On vessels 
in ballast without passengers or cargo, 
the rate will go up from 72 to 80 cents 
per vessel-ton. 

As noted in the Railway Age of 
March 13, page 97, these increases were 
recommended in the House appropri- 
ation committee’s report on the War 
Department civil functions appropri- 
ation bill for the fiscal year ending 
June 30, 1949. 


February Truck Traffic 


Motor carriers reporting to the 
American Trucking Associations trans- 
ported in February 2,282,134 tons of 
freight, a decrease of 2.2 per cent below 
the January total of 2,332,971 tons, but 
an increase of 9.7 per cent over the 2,- 
080,303 tons hauled in February, 1947. 
The A.T.A. index number, based on the 
1938-40 average monthly tonnage of the 
reporting carriers, was 205. 

The February figures, according to 
the A.T.A., are based on comparable 
reports from 270 carriers in 43 states. 
Carriers in the Eastern district reported 
a decrease of 2 per cent below January, 
but an increase of 9 per cent over Feb- 
ruary, 1947; carriers in the Southern 
region reported a decrease of 3.2 per 
cent below January, but an increase of 
10.5 per cent above February, 1947; 
and carriers in the Western district re- 
ported a decrease of 2.1 per cent below 
January, but an increase of per cent 
over last February. 


Long Island Sponsors 
Daily Radio Program 

The Long Island has announced it is 
now sponsoring a radio program heard 
daily, except Sunday, between 7 p.m. 





and 7:30 p.m. over stations WHLI- 
WHNY, Hempstead, N. Y. Entitled 
“All Aboard,” the program will feature 
national and local news, as well as 
weather reports, Long Island events for 
the day and recorded music. In addition, 
recorded interviews with commuters on 
railroad station platforms will be pre- 
sented. The interviews will be in the 
form of quizzes, and theater tickets will 
be awarded to the winners. 


Railroad Radio Service License 
Rules Amended by F.C.C. 


Licenses for each station in the rail- 
road radio service will be issued for a 
period of from one to five years, with 
the term varying as may be necessary 
to permit the orderly scheduling of re- 
newal applications, according to amended 
regulations which have been approved 
by the Federal Communications Com- 
mission. The amended _ regulations, 
which become effective April 30, also 
provide that each state license normally 
will be renewed, upon proper applica- 
tion to the F.C.C., for a term of four 
years from the effective date of renewal. 


D.C. Practitioners Donate $500 
Toward Eastman Foundation 


Announcement of a $500 donation by 
the Washington, D. C., Chapter of In- 
terstate Commerce Commission Prac- 
titioners to the Joseph B. Eastman 
Foundation at Ambherst College, Am- 
herst, Mass., was made at an April 13 
luncheon-meeting of the chapter. The 
fund, to be administered by the presi- 
dent and trustees of the college, will be 
applied toward the establishment of a 
chair in transportation. The late Com- 
missioner Eastman was an alumnus of 
Amherst and later served as a member 
of its board of trustees. 

Carl R. Gray, Jr., former vice-presi- 
dent of the Chicago & North Western, 
and now Veterans Administrator, was 
the principal speaker. He was intro- 
duced. by William T. Faricy, president 
of the Association of American Rail- 
roads. Roland T. Rice, assistant gen- 
eral counsel of the A.A.R., presided. 


Black Market Ticket Bills 
Introduced in Congress 


Bills to “penalize black marketing of 
transportation tickets” have been intro- 
duced in the Senate by Senator Holland, 
Democrat of Florida, and in the House 
by Representative Lea, Democrat of 
California. They are identical bills— 
S.2467 and H.R.6164—which propose 
to amend the Interstate Commerce Act 
and Civil Aeronautics Act. 

The proposed I.C. act amendments 
would make it unlawful for any person 
to pay or receive more than the pub- 
lished rate for tickets covering trans- 
portation or other accommodations by 
carriers subject to parts I and II of the 
act, i.e., rail and motor carriers. A limit 
of $1 would be fixed for service charges 
in connection with the procurement of a 
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ticket—unless the procurer gives a de- 
tailed receipt showing the amount paid 
for the ticket and the. service charges. 

Another provision would require car- 
riers to cancel reservations not paid for 
“for three hours within the 24 hours im- 
mediately preceding the transportation 
for which the ticket, if paid for, would 
entitle the holder thereof.” With res- 
pect to tickets presented for refund 
within such 24-hour period, the carrier 
would be forbidden to redeem them. for 
more than 90 per cent of the original 
price. 

The penalty for violation would be a 
fine of not more than $1,000 or impris- 
onment for one year, or both. Similar 
provisions with respect to tickets for air 
transportation are proposed in that sec- 
tion of the bill which would amend the 
Civil Aeronautics Act. 


Would Repeal Transport Taxes 


Bills to repeal the taxes on amounts 
paid for the transportation of property 
and persons have been introduced in 
the Senate by Senator Brewster, Re- 
publican of Maine (for Senator 
Hawkes, Republican of New Jersey) 
and in the House by Representative Ste- 
fan, Republican of Nebraska. They 
are $.2463 and H.R.6150. 


Two Roads Fined $2,000 Each 


The Interstate Commerce Commis- 
sion has been advised that pleas of 
nolo contendere to two counts of an.in- 
formation charging violations of the El- 
kins Act were entered by the Chicago 
Great Western in the federal district 
court at Waterloo, Iowa, on April 5. A 
fine of $2,000, plus costs, was imposed. 
According to the commission’s notice, 
the information charged that the rail- 
roads had granted rebates to a shipper 
of livestock at Dyersville, Ia., through 
the device of paying pick-up compensa- 
tion on portions of shipments upon 
which no pick-up compensation was due. 

The commission also has been ad- 
vised that pleas of nolo contendere to 
two counts of an information charging 
violations of the Elkins Act were en- 
tered in the same court by the Chicago, 
Milwaukee, St. Paul & Pacific and that 
that carrier also was fined $2,000, plus 
costs. The commission’s notice said that 
the information charged that the road 
had failed to observe strictly the pro- 
visions of its pick-up-of-livestock tariff 
at Bellevue, Iowa, in that it performed 


‘the pick-up service on shipments of live- 


stock moving to destinations not named 
in its pick-up tariff. 


Travelers Aid Society Opens 
New Booth in Grand Central 


The Travelers Aid Society of New 
York last week opened a new service 
booth on the north balcony of the Grand 
Central Terminal, New York. In a brief 
ceremony, Gustav Metzman, president of 
the New York Central, and Howard S. 
Palmer, president of the New York, 
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This new booth in New York’s Grand Central Terminal was opened last week 





New Haven & Hartford, gave the key 
to the new booth to Edward E. Watts, 
Jr., president of the society. 

Constructed of marble and measuring 
24-ft. by 10-ft., the new booth is divided 
into an enclosed office where confiden- 
tial interviews can be held and an out- 
side counter room where three assistants 
can serve inquirers. The booth is equip- 
ped with cabinets and racks of natural 
maple, fluorescent lighting and a built- 
in ventilation system. Sliding glass pan- 
els permit closing of the booth at night. 
The booth will be staffed by 15 social 
workers and 25 volunteers whose hours 
are distributed throughout each week- 
day from 8 a.m. to 9. p.m. 


Wayne Johnston Named 
To R. E. A. Board 


Wayne A. Johnston, president of the 
Illinois Central, has been elected a mem- 
ber of the board of directors of the Rail- 
way Express Agency, succeeding Scott 
M. Loftin, trustee of the Florida East 
Coast, who has resigned. 


A.A.R. Reports Record Sugar 
Beet Movement in 1947 


More sugar beets were moved to the 
refineries by railroad in 1947 than in 
any previous year, the Car Service Di- 
vision of the Association of American 
Railroads has reported to the Interstate 
Commerce Commission. Movement of 
sugar beets in the producing areas of 
the central western and northwestern 
districts of the United States totaled 
145,137 carloads last year. This ex- 
ceeded by about 13,000 cars the pre- 
vious record established in 1942. It was 
also an increase of 30,977 cars, or 27 per 
cent, above 1946, and 50,547 cars, or 53 
per cent, above 1945. 

Approximately 8,000 gondola cars and 
a limited number of other cars were as- 


signed to move the sugar beet traffic 
in 1947. The C. S. D. said that, while 
there were some tight spots, no actual 
car shortage occurred during the har- 
vest season “as the result of the co- 
operation of shippers and the railroads.” 
The sugar beet traffic included in the 
report originated, for the most part, in 
Colorado, Idaho, Kansas, Minnesota, 
Montana, Nebraska, North Dakota, 
Oregon, South Dakota, Utah, Wyom- 
ing and Washington. 


Suggests Rule to Provide Pay 
Offset in Reinstatement Cases 


Reporting on a_ dispute which 
brought a recent strike threat to the 
Terminal Railroad Association of St. 
Louis, an emergency board has made 
the suggestion that the management 
and unions should undertake to agree 
on a rule to end the controversy over 
whether pay due a reinstated employee 
for “all time lost” should be reduced 
by amounts received in other employ- 
ment during the period of his “unjust” 
suspension or dismissal. As to the cases 
before it, the board found that it should 
not attempt to review actions of the 
National Railroad Adjustment Board, 
which had allowed the pay offset; but 
it advised the interested unions that 
they could procure such a review by 
application to the United States Dis- 
trict Court. 

The case involved two yardmen who 
were discharged by the Terminal but 
won reinstatement as a result of an Ad- 
justment Board decision rendered by a 
referee with the labor members of the 
board’s First Division. The applicable 
working rule required that the men be 
paid for “all time lost,” and the car- 
rier petitioned the Adjustment Board 
for an interpretation of the award, i.e., 
whether or not the payment should be 
reduced by amounts earned by the re- 
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instated employees in other employment, 
one of them having received $14,359.20 
in the employ of another carrier. 

The same referee, but this time with 
the carrier members of the First Di- 
vision, rendered an interpretation which 
permitted the offset. That brought the 
strike threat. The employees involved 
were represented by the Brotherhood of 
Railroad Trainmen, but the Brother- 
hood of Locomotive Engineers and 
Brotherhood of Locomotive Firemen & 
Enginemen also participated in the case. 

The emergency board noted that the 
applicable rule, or one substantially like 
it, is contained in nearly all working 
agreements on the railroads. It added 
that the meaning of the phrase “paid 
for all time lost” has been in dispute 
“for at least the last three decades,” 
and the Adjustment Board has decided 
the matter “both ways, including with 
and without referees.” In making its 
suggestion that the unions are free to 
appeal to the court, the board asserted 
that “in these circumstances, a strike 
to attempt to change the result in these 
two cases would be utterly unjustifi- 
able.” 

It went on to say that if the unions 
do not see fit to institute a court pro- 
ceeding, the controversy “will continue 
... ad infinitum, in the hope that some 
other referee would reach the opposite 
conclusion on the merits.” The board 
then made its own suggestion, which 
was that “one solution” would be a 
new rule providing “that the employee 
would receive full pay for all time lost 
without setoff up to the time the high- 
est management official handling the 
matter may deny the claim; that if the 
claim is thereafter prosecuted before the 
Adjustment Board ... the carrier 
should be entitled to setoff any earnings 
of the employee between the time of the 
declination of the highest management 
official and reinstatement.” 

In support of this proposal, the board 
argued that generally after final de- 
clination by the management, the em- 
ployee would seek other employment; 
and that it would be “unconscionable for 
him to be awarded full pay for the en- 
tire elapsed time, notwithstanding he 
may have earned substantially as much 
in other employment.” Members of the 
board were Chairman Frank M. Swack- 
er, George Cheney, and James H. Wolfe. 
Mr. Cheney filed a separate concurring 
opinion, stating that he joined in the 
majority’s findings of fact; but he 
thought the board’s function was wholly 
fact-finding and that it should have 
made no recommendation. 

This pay-offset matter was consid- 
ered also by the emergency board which 
recently passed upon the nationwide 
wage and rules case involving the B. of 
L.E., B. of L.F.&E. and Switchmen’s 
Union of North America. The carriers 
had proposed a rule providing for pay 
offsets; and that board expressed sym- 
pathy but found itself unable to make a 
recommendation because “this whole is- 
sue is thrown into doubt by the serious 
question which has been raised as to 
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the legal authority of the Adjustment 
Board to ‘consider matters outside the 
property’ in computing damages where 
an employee is wrongfully held out of 
service.” (See Railway Age of April 3, 
page 50). 


Freight Car Loadings 


Loadings of revenue freight in the 
week ended April 10 totaled €83,852 
cars, the Association of American Rail- 
roads announced on April 15. This was 
22,045 cars, or 3.3 percent, above the 
previous week, 73,987 cars, or 9.8 per- 
cent, less than the corresponding week 
last year, and 34,554 cars, or 5.3 per- 
cent, above the corresponding 1946 
week. 

Loadings of revenue freight for the 
week ended April 3 totaled 661,807 cars, 
and the summary for that week as com- 
piled by the Car Service Division, A. A. 
R., follows: 

Revenue Freight Car Loadings 

For the Week Ended Saturday, April 3 


District 1948 1947 1946 
Eastern .... 134,389 147,372 132,863 
Allegheny . 140,204 152,982 132,889 


Pocahontas 22,019 28,766 21,154 
Southern .. 114,415 122,260 115,920 
Northwest. 81,054 85,834 78,062 


Cen. West. 107,230 116,235 103,374 
Southwest. . 62,496 61,710 


Tot. West. Dis. 250,780 263,779 240,818 


Tot. All Rds. 661,807 715,159 643,644 
Commodities: 








Grain & Gr. 

prods: ... 38,101 49,189 37,574 
Livestock .. 8,582 12,739 16,006 
* 48,471 64,830 33,618 
SEE Ssuues 10,198 11,478 8,891 
For. prods. 44,300 47,394 42,650 
OSs 17,718 17,735 9,609 
Mdse. 1.c.1. 113,520 126,841 128,028 
ST ys 380,917 384,953 367,268 


April 3.6 661,807 715,159 643,644 

arch 27.. 664,375 829,392 809,142 
March 20.. 700,482 844,041 804,606 
March 13.. 797,033 841,147 799,906 
March 6.. 792,571 805,775 786,189 


Cumulative total, 
4 weeks 10,518,190 11,232,892 10,376,623 


In Canada.—Carloadings for the week 
ended April 3 totaled 74,459 cars as 
compared with 68,813 cars for the pre- 
vious week and 66,639 cars for the cor- 
responding week last year, according to 
the compilation of the Dominion Bu- 
reau of Statistics. 

Revenue Tot. Cars 


Cars Rec’d from 
Loaded Connections 


Totals for Canada: 


April 3,1948 ...... 74,459 36,528 

Agri 5, 1947 .ccces 66,639 40,354 
Cumulative totals for 

Canada: 

April 3,1948 ....-. 1,003,419 502,691 

Agrad'5, 1947 cccooe 951,621 522,608 


Start New Frisco “Meteor” Between 
St. Louis-Oklahoma on May 14 


A new, streamlined Diesel-powered’ 
“Meteor” passenger train of the St. 
Louis-San Francisco will go into serv- 
ice between St. Louis, Mo., Springfield, 
Tulsa, Okla., and Oklahoma City on 
May 14, on a schedule 3 hr. and 13 min. 
faster than at present. The train will de- 
part southbound from St. Louis at 
10:45 p.m. daily and arrive in Tulsa at 
7:17 am. and Oklahoma City at 9:45 
a.m. on the following day. Northbound, 
the new equipment will depart from 








Oklahoma City at 8 p.m. and from Tul- 
sa at 10:40 p.m., arriving at St. Louis 
at 7:45 am. on the following day. 

The new “Meteor” will consist of 12 
cars of the latest design. All sleeping 
car accommodations will be enclosed, 
each with 14 roomettes and four double 
bedrooms. Chair cars will be equipped 
with 56 “Sleepy-Hollow’ seats and 
large no-glare windows. Other cars to 
be included on the new train are a 
chair-lounge where light food and re- 
freshments will be served, and an obser- 
vation lounge-diner. 


Faricy Presents Rail Congress 
Medal to President Truman 


William T. Faricy, president of the 
Association of American Railroads, on 
April 13, presented to President Tru- 
man a silver medal sent him by the 
Sixth Pan-American Railway Congress, 
which recently convened in Havana, 
Cuba. Mr. Faricy told the President 
that the medal was “a token of remem- 
brance of the congress and an acknowl- 
edgment of the interest in its work dis- 
played by the United States government 
in having sent a group of observers.” 

The A.A.R. president, who had at- 
tended the congress as an observer for 
the State Department, made the presen- 
tation in the presence of Seymour T. R. 
Abt, of the Office of International 
Trade of the Department of Commerce, 
also an observer at the congress. 


Magnaflux Conference Features 
Railroad Officers’ Addresses 


In addressing the second national 
conference on railroad inspection with 
Magnaflux and Zyglo, sponsored by the 
Magnaflux Corporation at the Congress 
Hotel, Chicago, on April 12 and 13, F. 
K. Mitchell, general superintendent of 
motive power and rolling stock of the 
New York Central, stressed the im- 
portance of determining what equipment 
parts need checking with these inspec- 
tion methods and organizing the work 
so it can be done on a production basis 
and not be a bottleneck in repair shop 
operation. He said that, with only about 
one defective axle discovered in about 
350 examined, for example, inspectors 
must be not only taught what to look 
for and where, but impressed with the 
importance of their work and the urgent 
necessity of detecting and eliminating 
even this single infrequent defect. 

The two-day conference was attended 
by about 150 men from railroads 
throughout the country. In addition to 
Mr. Mitchell, other speakers and sub- 
jects included in the program were as 
follows: (1) Inspection of Car Parts, 
by A. R. Hoekstra, welding engineer, 
the Pullman Company, and R. H. Her- 
man, engineer of shops and equipment, 
Southern; (2) Inspection of Diesel 
Locomotives, by R. H. Russell, assistant 
electrical engineer, Great Northern, 
Ray McBrian, engineer of standards 
and research; Denver & Rio Grande 
Western, and L. E. Simon, chief metal- 
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lurgist, Electro-Motive Division, Gen- 
eral Motors Corporation; (3) Track 
Reclamation, by S. E. Tracy, superin- 
tendent work equipment, Chicago, Bur- 
lington & Quincy; (4) Inspection of 
Steam Locomotives, by J. J. Laudig, re- 
search engineer, Delaware, Lackawanna 
& Western; and (5) Inspection Specifi- 
cations, by C. E. Betz, executive vice- 
president, Magnaflux Corporation. 


Large Research Lab Near Chicago 
For Portland Cement Association 


Bids are being received for the con- 
struction of a modern research labora- 
tory of the Portland Cement Associa- 
tion, to occupy a 15-acre tract at Sko- 
kie, Ill., 15 miles north of Chicago, 
Frank T. Sheets, president, has an- 
nounced. The laboratory will consist of 
two concrete buildings having a floor 
area of 98,000 sq. ft. and will contain 
more than 25 specialized laboratories, 
moist curing rooms, fog rooms, low 
temperature rooms and freezing and 
thawing rooms, with provisions to fa- 
cilitate research into the durability of 
concrete structures under all climatic 
conditions. The new facility will be 
equipped with modern scientific appara- 
tus, including a 1,000,000-Ib. compres- 
sion testing machine. Also to be pro- 
vided are an auditorium, technical lib- 
rary, reading room and cafeteria. 


Travel-Bureau Bill 


Representative Wolverton, Republi- 
can of New Jersey, who is chairman of 
the House committee on interstate and 
foreign commerce, has introduced H.R.- 
6136 to set up the Interior Department’s 
travel-promotion division as a bureau 
within that department. The new bu- 
reau, headed by a director, would be 
known as the United States Travel 
Bureau. 

At present the promotional activities 
are carried on by a division of the Na- 
tional Park Service, which last year 
resumed such operations after they had 
been suspended during the war. The 
Wolverton bill would authorize the 
proposed new bureau to promote travel 
within the United States, its territories 
and possessions, provided such activities 
“do not compete with activities of pri- 
vate agencies.” 


1.C.C. and O.D.T. Suspend 
Coal Conservation Orders 


Anticipating an early resumption of 
normal bituminous mining operations as 
the striking miners began returning to 
work on April 13, the Interstate Com- 
merce Commission and Office of De- 
fense Transportation on that day sus- 
pended until further notice their orders 
which had required railroads to reduce 
coal-burning locomotive mileage. The 
suspensions came two days before the 
April 15 effective date of amendments 
to the orders which would have in- 
creased the required reductions from 25 
per cent to 50 per cent. 
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The cut in freight-service locomotive 
mileage was required by  I.C.C. 
Service Order No. 811, which became 
effective at 11:59 p.m. March 30, while 
the curtailment of passenger-locomotive 
mileage was required by General Order 
ODT 69, which became effective at 
11:59 p.m. March 21 (see Railway Age 
of March 27, page 57). The suspen- 
sions, effective at 4 p.m. April 13, came 
in I.C.C. Service Order No. 811-A and 
Suspension Order ODT 69-1. 


EQUIPMENT 
AND SUPPLIES 


FREIGHT CARS 


The Chicago & North Western has 
ordered 1,000 50-ton steel-sheathed box 
cars and 650 70-ton steel hopper cars 
from the Pullman-Standard Car Manu- 
facturing Company, and 650 70-ton high- 
side gondolas from the Bethlehem Steel 
Company, at Johnstown, Penn., the total 
cost of which will be more than $10,- 
160,000. The cars ordered from Pull- 
man-Standard will be built at the Michi- 
gan City, Ind., plant. The Chicago, St. 
Paul, Minneapolis & Omaha, subsidiary 
of the North Western, will be alloted 
150 gondolas and 150 hopper cars of 
the new order. Delivery of the box cars 
is scheduled to begin in August and 
deliveries of the hopper cars and gon- 
dolas will start in September and No- 
vember, respectively. The inquiry for 
the above equipment was reported in 
Railway Age of February 7. 





LOCOMOTIVES 


The Grand Trunk Western has ordered 
11 3,000-hp., two-unit Diesel-electric lo- 
comotives from the Electro-Motive Divi- 
sion of General Motors Corporation, to 
be used in freight service between Chi- 
cago and Port Huron, Mich. Delivery of 
the locomotives is scheduled to begin 
next June, at the rate of two each 
month. Receipt of this equipment will 
increase the road’s Diesel fleet to 47. 


The Chicago Great Western has ordered 
the following Diesel-electric locomo- 
tives from the Electro-Motive Division 
of General Motors Corporation: Two 
6,000-hp. freight and three 1,500-hp. 
“B” units, all for road service, and 
three 1,000-hp. switchers. The delivery 
of these locomotives—scheduled for the 
summer of 1949—will complete the 
road’s Dieselization, with the excep- 
tion of branch-line operations. 


SIGNALING 


The Pittsburgh & West Virginia has 
awarded a contract to the Union Switch 
& Signal Co. for the installation of 
centralized traffic control between Con- 


(A list of current publications appears on page 88.) 


nellsville, Pa., and Pittsburgh Junction, 
Ohio, 111 mi. The control machine will 
be located at Rook, Pa., near the center 
of the territory, with the installation 
involving the use of Style M-22A elec- 
tric switch machines, Style SL-6A elec- 
tric locks, and Style R-2 color-light 
signals, with necessary relays, rectifiers, 
transformers and housings. This instal- 
lation provides complete C.T.C. control 
of train movements from the east to 
west terminals of the railroad, involving 
control of two short branch lines. 


The Baltimore & Ohio has ordered 
equipment from the General Railway 
Signal Company for an all-relay electric 
interlocking to be installed at Bates, 
Ohio. The control machine, to be in- 
stalled in BS Tower, will have an 18 
by 22-in. panel equipped with 11 track 
indication lights and 19 miniature levers 
for the control of 6 switch machines and 
10 signals. The most distant controlled 
point will be 1.8 mi from the tower. 
Equipment ordered includes Type-K 
relays, Model-5D dual-control electric 
switch machines, and Type-U color- 
position-light signals. 


Central of New Jersey—Division 4 of 
the Interstate Commerce Commission 
has authorized this road to abandon 
that portion of its so-called New York 
and Newark branch between Communi- 
paw, N. J. and Kearny, approximately 
2.6 miles. The line includes a bridge 
over the Hackensack river. 





Chicago, Milwaukee, St. Paul & Pacific. 
—Division 4 of the Interstate Commerce 
Commission has dismissed, without pre- 
judice, this road’s application for au- 
thority to abandon a line from Junction 
Switch, Iowa, to Worthington, 9.9 miles. 
The applicant advised the commission 
that business along the segment has 
increased so the line can “just about 
support itself.” 


Detroit, Caro & Sandusky.—Examiner P. 
C. Albus has recommended in a pro- 
posed report that Division 4 of the 
Interstate Commerce Commission au- 
thorize this road to abandon that por- 
tion of its line extending from Sandusky, 
Mich., to Peck, 11 miles. 


Elgin, Joliet & Eastern—This company 
has applied to the Interstate Commerce 
Commission for authority to abandon 
operations under a_ trackage rights 
agreement over the Chicago & Eastern 
Illinois between Chicago Heights, III, 
Westville and Jackson, Ind., approxi- 
mately 200 miles, used irregularly to 
reach coal mines no longer operated. 


illinois Central. — This company and 


its lessor, the Chicago, St. Louis & New 
Orleans, have jointly applied to the In- 


(779) 63 





terstate Commerce Commission for 
authority to abondon a line extend- 
ing 13.6 miles from a point near Coffey- 
ville, Miss., to a point near Grenada, a 
portion of which will be inundated be- 
cause of the construction by the federal 
government of a dam across the Yalo- 
busha river. 

At the same time, the applicants seek 
authority to acquire from the federal 
government an 11.6 mile line extending 
from a point near Coffeyville to a point 
on the line from Memphis, Tenn., to 
Grenada, which will be operated by the 
I. C., forming a necessary link between 
Jackson, Tenn., and that system’s main 
line. 


Southern Pacific-Texas & New Orleans- 
Texas & Pacific-El] Paso & Southwestern.— 
Division 4 of the Interstate Commerce 
Commission has approved new construc- 
tion and abandonments, in addition to 
certain trackage rights agreements, all 
of which are involved in a joint plan 
of these roads to rearrange their tracks 
and thus eliminate numerous grade 
crossings in El Paso, Tex. Net cost 
of the project, estimated at $4,611,000, 
will be shared by the railroads, the city 
and the Texas highway department. 


SUPPLY TRADE 


The Roberts & Schaefer Co. has an- 
nounced the removal of its offices in 
Chicago from 307 North Michigan ave- 
nue to enlarged quarters at 130 North 
Wells street. 





George R. Frankland, formerly assistant 
district manager, industrial products 
division of the Johns-Manville Corporation, 
has been appointed manager of that 
division, at Chicago, to succeed Cory- 
don H. Hall, resigned. The appointment 
of William $. Hough, formerly manager 
of the chemical and aviation sections 
of the special industries department at 
New York, as assistant district man- 
ager of the industrial products division, 
also was announced. 


The Air Reduction Sales Company has 
announced that its apparatus sales and 
arc welding sales departments have been 
merged as the equipment sales depart- 
ment. Dale D. Spoor, formerly manager 
of dealer sales, has been appointed man- 
ager of the new department; Ira B. 
Yates, formerly manager of arc welding 
sales will manage arc welding and sup- 
plies sales and J. F. Carroll, formerly 
assistant to the apparatus sales man- 
ager, has been appointed manager of 
apparatus sales. 


A. B. McCoy, formerly St. Louis, Mo., 
representative for the Baldwin Locomo- 
tive Works, has been appointed by the 
Great Lakes Steel Corporation to handle 
sales of nailable steel flooring in the 
St. Louis area. 
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Richard M. Stone, formerly assistant 
manager, export department, of Alllis- 
Chalmers’ tractor division, at Milwaukee, 
Wis., has been appointed industrial 
sales manager, succeeding William J. 
Faulkner, resigned. E. G. Kullmann, assist- 
ant industrial sales manager, has been 
appointed assistant general sales man- 
ager. 


George W. Rukgabor, formerly manager 
of the “Train of Tomorrow,” has been 
appointed district sales representative 
in the Chicago regional sales office, 
Electro-Motive Division of the General 
Motors Corporation. 


Effective May 1, the Chicago district 
sales office of the Whiting Corporation 
will be located at the First National 
Bank Building, 33 South Clark street, 
Chicago 3. Effective May 10, the firm’s 
district sales office at Pittsburgh, Pa., 
will be located at the Empire Building, 
505 Liberty avenue, Pittsburgh 22. 


H. F. Schwarting, formerly general elec- 
trical engineer of the American Car & 
Foundry Co., with headquarters at St. 
Louis, Mo., has been appointed assist- 
ant district manager of the Madison 
(Ill.) plant. 


The election of John A. Dillon, 280 
Park Avenue, New York, to the board 
of directors of the Ralston Steel Car 
Company has been announced. Mr. Dillon 
was formerly vice-president of the Pitts- 
burgh Screw & Bolt Co., Pittsburgh, 
Pa., and more recently has been asso- 
ciated with the Office of Defense Trans- 
portation, Washington, D. C., and the 
American Car & Foundry Co., New 
York. 


George L. Green, formerly western 
district sales manager of the Ameri- 
can Locomotive Company, at Chicago, 
has joined the Pullman-Standard Car Manu- 
facturing Company in that city, and will 
be in charge of miscellaneous sales. 


Charlies S. Silsbee, formerly manager 
of the Dearborn Chemical Company's ma- 
rine division, with headquarters at New 
York, has been transferred to Chicago 
as assistant to vice-president of the in- 
dustrial feed’ water sales and engineer- 
ing department. 


OBITUARY 


Edward M. Collins, president of the 
railway supply firm bearing his name 
at Chicago, whose death was reported 
in Railway Age of March 27, was born 
on November 14, 1894, at Chicago. Fol- 
lowing his graduation from St. Mary’s 
College, at St. Mary’s, Kan., in 1915, 
Mr. Collins returned to Chicago and 
joined the Linde Air Products Com- 
pany (subsidiary of the Union Carbide 
& Carbon Corp.). He entered military 
service in 1917, and upon his return 
to Chicago two years later. he joined 
the Oxweld Railroad Service Company 
(also a subsidiary of Union Carbide). 











Mr. Collins became vice-president of the 
Ajax Handbrake Company in 1926, and 
in 1930 he formed his own company, 
of which he was president at the time 
of his death. He was also vice-president 
and director of the M. & J. Diesel Loco- 
motive Filter Corp. 


FINANCIAL 


Akron, Canton & Youngstown.——Annual 
Report-——Operating revenues of this 
road last year amounted to $5,261,889, 
compared with $4,215,287 in 1946. 
Operating expenses were $3,548,477, 
compared with $3,324,225. Net income 
totaled $611,817, compared with $188,- 
558. Current assets at the end of the 
year were $2,009,728, compared with 
$1,454,225. Current liabilities were $1,- 
577,467, compared with $986,312. Long 
term debt was $3,679,930, compared with 
$4,000,030. Operating revenues, the re- 
port said, were the greatest in the com- 
pany’s history, resulting from an in- 
crease in tonnages of 10.7 per cent 
over the preceding year and the rate 
increases which became effective on 
January 1, 1947, and October 13, 1947. 
It is anticipated that earnings for the 
current year will equal or exceed those 
for 1947. ; 





Akron Union Passenger Depot.—Bonds. 
—This company has asked the Inter- 
state Commerce Commission for au- 
thority to issue $2,0¢0,000 of first 
mortgage series A bonds, the proceeds 
of which will be applied toward the 
cost of constructing a new passenger 
station between Center and Exchange 
streets in Akron, O. The bonds will be 
dated April 1, will bear interest at a 
rate to be determined through competi- 
tive bidding, and will mature April 1, 
1973. Liability of the bonds will be as- 
sumed jointly by the Pennsylvania and 
Baltimore & Ohio, which, in 19727, 
acquired the necessary property at the 
proposed site of the new station. The 
estimated cost of the station is $2,132,- 
000, of which $2,062,000 will be con- 
tributed by the applicant and $70,000 
by Akron. The new station will replace 
one built in 1891. 


Baltimore & Ohio.—Trackage Rights. 
—This road has asked the Interstate 
Commerce Commission for authority to 
operate under a trackage rights agree- 
ment over approximately 11.4 miles of 
a line owned by the Cherry River 
Boom & Lumber Co. The B. & O.’s 
proposed operations would extend from 
its connection with the line at Rich- 
wood, W. Va., to Big Blizzard Run. 


Central of New Jersey.—Reorganization. 
—Division 4 of the Interstate Com- 
merce Commission has modified its order 
of March 29, 1946, to approve addi- 
tional compensation in the sum of $15,- 
000 to be paid J. D. Carpenter, Jr., 
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for services as counsel for the trustee 
of this road from February 20, 1946, 
to December 31, 1947, and to approve 
$20,000 a year, effective January 1, as 
the maximum limit of compensation to 
be paid to Mr. Carpenter as counsel 
for the trustee. The previous order 
limited Mr. Carpenter’s compensation to 
$18,000 “yearly. 


Chicago Great Western.—Stock.—This 
company has applied to the Interstate 
Commerce Commission for authority to 
issue and to offer for exchange to all 
holders of its 5 per cent preferred stock, 
of which 366,104 shares are outstanding, 
up to $7,322,080 of 414 per cent income 
debentures and 73,221 shares of com- 
mon stock upon the basis of $20 of 
debentures and one-fifth share of com- 
mon for each share of preferred. The 
debentures, dated January 1, would ma- 
ture January 1, 2049. 

The applicant told the commission 
that dividends have not been paid on the 
preferred stock since March 29, 1946, 
adding that directors and officers of 
the road have been under “increasing 
pressure” from a large group of pre- 
ferred stockholders for such payments. 
Accumulated dividends now amount to 
$7.50 per share, the maximum amount 
to which such dividends are cumulative. 
Payment of $915,260 per annum in divi- 
dends upon the preferred would be re- 
quired. 

The applicant said that its directors 
have concluded that, from a “long-range 
standpoint,” tiie interests of the road, its 
security holders of all classes and the 
public interest, will be best served by 
omitting for the present and an indeter- 
minate period in the future, the payment 
of any dividends on the preferred stock 
and to use a “substantial portion” of net 
earnings and other available funds to- 
ward maintaining its cash position, re- 
ducing its indebtedness and maintaining 
and improving its property. 

The application said that if every 
share of preferred stock were ex- 
changed, there would be $7,322,080 of 
debentures outstanding, on which the 
annual interest and sinking fund charges 
would approximate $347,800, a reduction 
of $567,460 from preferred dividend re- 
quirements. “It is not anticipated that 
all, or even half of the outstanding 
shares of preferred stock will be ex- 
changed,” the road said, adding that, no 
matter what the percentage may be, it 
will be able to meet the demands of 
those security holders who want im- 
mediate income (and thus accept the 
proposed offer) without paying out a 
large proportion of its earnings. 

The applicant said that while no limit 
has been placed upon the number of 
shares of preferred stock which may be 
exchanged, the terms of the proposed 
exchange will be fixed and maintained 
so that no person will receive securities 
having a combined estimated market 
value equal to those turned in. It said 
that persons making an exchange will 
sacrifice both principal ($50 of preferred 
against $20 of debentures and $10 of 
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common stock) and potential future in- 
come. These considerations, it added, 
will automatically limit the amount of 
preferred stock exchanged. 


Chicago, Indianapolis & Louisville. — 
Equipment Trust Certificates. — Divi- 
sion 4 of the Interstate Commercé Com- 
mission has authorized this road to as- 
sume liability for $1,800,C00 of 254 per 
cent equipment trust certificates, the 
proceeds of which will be applied to- 
ward the purchase of 550 freight cars, 
as described in Railway Age of February 
21, page 73. The equipment is esti- 
mated to cost $2,400,000. The certifi- 
cates will be dated April 15 and will 
mature in 15 annual installments of 
$120,000, starting April 15, 1949. The 
report also approves a selling price of 
98.16 with a 254 per cent interest rate, 
the bid of Salomon Brothers & Hutzler, 
and associates, on which basis the aver- 
age annual cost will be approximately 
2.91 per cent. 


Chicago, Milwaukee, St. Paul & Pacific.— 
Equipment Trust Certificates—Division 
4 of the Interstate Commerce Commis- 
sion has authorized this road to assume 
liability for $2,640,000 of series BB 
equipment trust certificates, the pro- 
ceeds of which will be applied toward 
the purchase of a 2,000-hp. “B” unit 
Diesel-electric passenger locomotive and 
1,000 50-ton all-steel hopper cars, at 
an estimated total cost of $3,541,950. 
(See Railway Age of March 20, page 
106.) The report also approves a sell- 
ing price of 99.524 with a 2% per cent 
interest rate, the bid of Harris, Hall 
& Co., and associates, on which basis 
the average annual cost will be approxi- 
mately 2.22 per cent. 


Des Moines & Central lowa.—Reor- 
ganization—Making a proposed report 
on the reorganization of this road under 
section 77 of the Bankruptcy Act, Ex- 
aminers H. H. Kirby and R. R. Porter- 
field have recommended that the Inter- 
state Commerce Commission reduce its 
capitalization from $3,572,000 (exclusive 
of short-term notes, all past due, of a 
total face amount of $378,223) to $1- 
142,800, and eliminate fixed-interest 
charges of $166,148 per annum, exclu- 
sive of interest at various rates accur- 
ing on the notes. The only fixed charge 
under the proposed new set-up would 
be rent of $10,200 for leased property. 
According to the proposed report, the 
new capitalization could be increased to 
the extent of $285,700 of new common 
stock if deemed necessary by the re- 
organization committee to acquire “sat- 
isfactory operating agreements” with 
the Des Moines. The latter and the 
debtor have been operated jointly for 
many years under an arrangement 
whereby some services are performed 
for the debtor at a proportion of their 
total cost and electric power is supplied 
to the debtor by the Des Moines. 

The recommended capitalization and 
annual requirements, as proposed by the 
examiners, would be as follows: 


Princ, Fixed Contingent 


Issue or Item Amt. Charges Requirem’ts 


Rent for leased 

property ....<« $10,200 

irst - mortgage, 

50-yr., 4% in- 

come bonds ... $ 714,250 $28,570 
Sinking fund for 

[oe eee 3,571 


(17,142 shares, 
$25 par value) 428,550 
Total .... $1,142,800 $10,200 $32,141 

According to the proposed report, the 
equities of the holders of the debtor’s 
debenture bonds, the unsecured notes 
mentioned above and common stock are 
found to have no value, and no provi- 
sion is made for their participation in 
the plan. Holders of the debtor’s first 
mortgage, 7%4 per cent bonds would 
receive 50 per cent of the principal 
amount of their claims in new first 
mortgage, 50-year, 4 per cent contingent- 
interest bonds and would also receive 
30 per cent of the principal amount of 
their claims in new common stock of 
$25-per-share par value. The reorganiza- 
tion committee would have available 
new common stock equivalent to 20 per 
cent of the principal amount of the 
bondholders’ claims, or $285,700 par 
value of stock, with which to negotiate 
agreements with the Des Moines similar 
to past expired agreements covering the 
services of supervisory employees, use 
of property and repairs to equipment. 
If satisfactory agreements cannot be 
secured, the examiners said, no portion 
of the $285,700 of new common stock 
would become’ outstanding. The report 
also noted that four bondholders, who 
purchased the debtor’s $633,500 promis- 
sory note from the United States Treas- 
ury and $795,000 of the debtor’s first 
mortgage bonds pledged as collateral 
security therefor, were the owners, at 
the time of the hearing in the proceed- 
ing, of $1,057,000 principal amount of 
the $1,428,500 of such bonds outstand- 
ing. 

The recommended plan also sets up 
a method whereby the reorganization 
committee may deal at “arm’s length” 
with the Des Moines for a continua- 
tion of joint supervision, use of office 
space repair of equipment. In this con- 
nection, the examiners noted that, should 
the reorganized company disassociate 
its operations from those of the Des 
Moines, the former will need a new 
staff of officers and general office em- 
ployees, as well as new facilities for 
the repair of equipment; and _ that, 
should the reorganized company acquire 
Diesel-electric power and eliminate elec- 
tric operation, it may be necessary for 
it to furnish “some form” of passenger 
service. 





Denver & Rio Grande Western.—Equip- 
ment Trust Certificates——Division 4 of 
the Interstate Commerce Commission 
has authorized this road to assume 
liability for $4,530,000 of series M equip- 
ment trust certificates, the proceeds of 
which will be applied toward the pur- 
chase of 3 6,000-hp. Diesel-electric 
freight locomotives and 815 freight cars, 
including 15 tank cars, as described in 
Railway Age of March 6, page 70. The 






(781) 65 












certificates will be dated May 1 and 
will mature in 30 semi-annual install- 
ments of $151,000, starting November 1. 
The report also approves a selling price 
of 99.4099 with a 2% per cent interest 
rate, the bid of Harriman Ripley & 
Co. and Lehman Brothers, on which 
basis the average annual cost will be 
approximately 2.59 per cent. 


Missouri-Kansas-Texas. — Subsidiaries’ 
Directors—— R. H. Friedrich, president 
of the Ed Friedrich Sales Corporation, 
San Antonio, Tex., has been elected a 
director of the San Antonio Belt & 
Terminal, a Katy subsidiary, to succeed 
the late Edwin Chamberlain. Also, six 
new directors have been added to the 
board of the Texas Central, another 
Katy subsidiary, thus increasing the 
membership of the board to 15. The 
new directors are: John H. Kultgen, 
president of the Bird-Kultgen Company ; 
William L. Goble, Sr., vice-president 
and general manager of the Brazos 
Valley Cotton Oil Company; J. W. 
Frasche, plant manager for the Gen- 
eral Tire & Rubber Co.; Joe W. Barnes, 
vice-president and general manager of 
the Higginbotham Hardware Company; 
William Curry, secretary and treasurer 
of the W. F. & J. F. Barnes Lumber 
Co.; and Wofford Cain, chairman of 
the board of the Southern Union Gas 
Company. Mr. Cain is from Dallas, 
Tex., and the other five new directors 
are from Waco. K. K. Smith, assistant 
to the president of the Kimbell Min- 
ing Company, Fort Worth, Tex., has 
been elected a director of the Missouri- 
Kansas-Texas of Texas. 


Missouri Pacific—Reorganization.—T he 
Alleghany Corporation, an M.P. security 
holder, has filed an amended plan of 
reorganization for this road with the 
Interstate Commerce Commission. Alle- 
ghany’s basic plan was outlined in 
Railway Age of March 27, page 75. 
Further hearings on a plan of reor- 
ganization for this road under section 
77 of the Bankruptcy Act were con- 
cluded last month. The hearing had 
been ordered to receive further evi- 
dence pursuant to orders by the federal 
courts referring the approved plan back 
to the commission, at its recommenda- 
tion. Alleghany’s modified plan pro- 
vides that the reorganization managers, 
if they found that the series A bonds 
would be likely to sell for less than 
their face value, could, with the ap- 
proval of the court, issue instead 20- 
year 4 per cent collateral trust notes. 
The notes would be secured by a pledge 
of not more than 125 per cent of the 
series A bonds. The modified plan also 
reduces the terms of the proposed 
series A, B, C and D bonds. 


New York, Ontario & Western.—Annual 
Report—Operating revenues of this 
road last year were $8,292,068, com- 
pared with $7,321,323 in 1946. Operat- 
ing expenses were $7,806,219, compared 
with $7,547,593. Fixed charges totaled 
$1,467,051, compared with $1,372,082. 
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The net deficit amounted to $2,855,- 
700, compared with a net deficit of 
$3,018,515. Current assets at the end 
of the year were $1,295,993, compared 
with $1,293,463. Current liabilities were 
$5,206,574, compared with $4,460,109. 
Long term debt was $37,278,407, com- 
pared with $36,155,350. 


Pennsylvania.—Equipment Trust Cer- 
tificates—This road has applied to the 
Interstate Commerce Commission for 
authority to assume liability for $9,600,- 
000 of series T equipment trust certifi- 
cates, part of a proposed issue of $39,« 
240,009 of series T certificates. Proceeds 
of the entire issue will be applied to- 
ward the purchase of the following 
equipment : 


Description Estimated 
and Builder Unit Price 


8 6,000-hp. Diesel-electric freight 
locomotives grey ey Divi- 
sion, General Motors Corp.) $641,000 
4,500--hp. Diesel-electric freigh t 
locomotives (E.-M. D.) .......- 515,000 
1,500-hp. Diesel- electric “2 
locomotive booster units 
JE OVS ee enn 160,000 

3 6,000-hp. Diesel- rege freight 
locomotives (Baldwin Locomo- 
te OID) 5 von 5654 secnweene 628,000 

6 1,000-hp. Diesel-electric switching 
locomotives CERIAWIN) § cccsccce 97,000 

2 6,000-hp. Diesel-electric freight 

locomotives, with steam heatin 

boilers (Fairbanks, Morse & Co.) 679,000 

1,000-hp. Diesel-electric switching 

locomotives (Fairbanks, Morse & 

Ind sub chebesrteehes x sans aene 97,000 

6 4,000-hp. Diesel-electric freight 

locomotives heen Morse & 

Seusabodiencesees cenene 445,000 

2 380- hp. ‘Diesel- electric" ‘switching 
locomotives (General Electric Co.) 49,000 

2 6,000-hp. Diesel-electric freight 
locomotives (American Locomo- 

Le CS OES aa eee 643,000 

7 1,000-hp. Diesel-electric switching 
locomotives (American Locomo- 
tive C0.) wccccccccceccccccces 97,000 

6 10 sin le-bedroom, "6 double-bed- 
fom all-steel sleeping cars (Budd 

ee ae 130,200 
10° ‘ingle “bedroom, 6 double-bed- 
room all-steel sleeping car (Budd) 152,250 

2 10 single-bedroom, 6 double-bed- 

room _all-steel sepeinnes cars 

(Budd) , ...esessccccescesecs 139,650 

twin unit dining cars” (Budd)... 116,550 

twin- oat kitchen dormitory cars 

[GRD sipcies Gack) So aackies 130,200 

single unit dining cars (Budd) 126,000 

coach-bar-lounge cars (Budd) .. 121,800 

21 single-bedroom cars (Budd) .. 134 "400 

all-steel passenger cars (Amer- 

ican Car & Foundry Co.) ...... 106,050 

coach-bar-lounge cars ER 110,250 

single-unit dining cars (A.C.F.) 131,250 

dormitory-baggage cars (A.C.F.) 87,150 

6 double-bedroom, buffet-lounge 

all-steel sleeping car (A.C.F. 129,150 

10 single-bedroom, 6 double-bed- 

room steel oy aluminum sleeping 

CAB AOA e.) scessseuasecs 127,050 

2 10 single-bedroom,, 6 double-bed- 
room all-steel sleeping cars (Pull- 
man-Standard Car Manufacturing 
CS aan 120,000 

6 10 single-bedroom, 6 double-bed- 
room all-steel sleeping cars (Pull- 
man-Standard) ...... 121,300 

2 21 single-bedroom ail-steel sleep- 
ing cars (Pullman-Standard) .. 130,100 

2 all-steel ee cars (Pullman- 

LESS ee ee Pore 96,000 

8 10 ie A 6 double-bed- 
room all steel sleeping cars (Pull- 
man-Standard) .....-.-s-esees 126,000 

17 10 single-bedroom, 6 double-bed- 
room all-steel sleeping cars (Pull- 

SHRM GIBRUREG): 665.450 os%a5e ens 118,650 

16 10 single-bedroom, 6 double-bed- 
room _all-steel sleeping cars (Pull- 
SDANSIBNGRTA) «200.0 0cess0000 120,750 

24 12 duplex rooms, 4 double-bed- 
room all-steel sleeping cars (Pull- 


1 


wn 


dS 


Kod» WAIN no 


_ 
=) 


MHAN-StANGRTA) —. .0.0.0.0000.050 134,400 
11 6 double-bedroom buffet-lounge 

all-steel sleeping cars (Pullman- 

Standard) .. 121,800 


8 1 drawing-room, ‘3 ‘double-bedroom 


bar-lounge all-steel sleeping cars 
(Pullman- —— Sensoesese GeG,AU0 





2 2 master-room, 1 double-bedroom 

buffet- lounge-observation all-steel 

sleeping cars (Pullman-Standard) 142,800 
7 drawing room, 1 compartment, 

double-bedroom, buffet-lounge-ob- 

servation all-steel sleeping cars 

(Pullman-Standard) .......... 127,050 
2 3 double-bedroom, secretary room, 

barber _ shop, buffet-lounge, all- 

steel sleeping cars (Pullman- 

To | Re Ay ere seee 119,700 

According to the applicant, the sale 
of the $9,600,000 of certificates will pro- 
vide funds to be applied toward the cost 
of acquiring equipment to be delivered 
within the near future. It said that it 
will seek authority to assume liabilty 
for the remainder of the $39,240,000 
issue as and when funds are required 
to finance the acquisition of additional 
equipment. 

The certificates will be dated May 
15, will be sold on the basis of com- 
petitive bidding and will mature in 15 
annual installments of $2,616,000, start- 
ing May 15, 1949. 


Peoria & Pekin Union.—Annual Report. 
—Operating revenues of this road last 
year totaled $2,420,480, compared with 
$1,862,151 in 1946. Operating expenses 
amounted to $1,946,983, compared with 
$1,733,093. Fixed charges were $140,929, 
compared with $141,349. Net income 
was $165,347, compared with a net de- 
ficit of $72,570. Current assets at the 
end of the year were $1,507,146, com- 
pared with $1,213,220. Current liabilities 
were $744,133, compared with $636,527. 
Long term debt was unchanged at 
$2,500,000. 


Seaboard Air Line.—Annual Report— 
Operating revenues of this company in 
1947 totaled $119,140,955. Operating ex- 
penses amounted to $96,767,098. Fixed 
charges were $2,025,168 and net in- 
come was $2,918,617. (The income ac- 
counts for 1947 and 1946 are not com- 
parable in several important particulars, 
the first seven months of 1946 being 
operations by the receivers of the old 
company.) 

(While the 1947 income account does 
not include any large adjustments 
which would unduly distort the results 
for that year, the account for 1946 
does include several substantial items 
or adjustments which would have to be 
considered in comparing the figures for 
the two years). 


Dividends Declared 


glee Cincinnati, Chicago & St. Louis. 
—5% preferred, $1.25, quarterly, payable 
April 30 to ay of record April 16. 

Louisville & Nashville.—88¢, quarterty, pay- 
able June 14 to holders of record M y 3. 

Northern of New Hampshire. $i. 50 
owls F. - April 30 to holders of 
record 15. 

etc & ypc gree payable April 
20 to holders of record April 5. 


Average Prices Stocks and Bonds 


Last Last 

Apr.13 week year 
Average price of 20 rep- 
resentative railway 

SIGCKS. .csisccscese. S069 S066 44.36 
Average price of 20 rep- 


resentative railway 
Ponds ...<besscces. GSNG6: C739: BS99 
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CONSTRUCTION 


New Orleans Railroads.—Division 4 of 
the Interstate Commerce Commission 
has paved the way for the construction 
and operation of a new union passenger 
terminal in New Orleans, La., with its 
approval of the applications filed by the 
city and interested railroads for au- 
thority to proceed with the necessary 
construction work, abandonments and 
trackage-rights arrangements. The proj- 
ect, which contemplates the abandon- 
ment of five principal stations and the 
consolidation of two small suburban 
stations, was described in Railway Age 
of November 29, 1947, page 42. The 
terminal, to be constructed and owned 
by the city, will be used by all roads 
serving New Orleans. 

Under consideration for many years, 
the project is designed to improve the 
city’s highway and rail traffic situation 
by the elimination of grade crossings 
through separation of grades, track and 
yard removal or relocation, closing of 
streets and limitation of use of certain 
trackage. 

Total cost of the project, which is 
expected to be completed within five 
years, is estimated at about $37,000,000, 
including the cost of street improve- 
ments. 

The financing, exclusive of a por- 
tion of grade separation costs and the 
purchase of certain property for gen- 
eral purposes, is to be accomplished 
for the most part by the issue and sale 
by the city of $15,000,000 of City of 
New Orleans Union Passenger Ter- 
minal revenue bonds. Proceeds of the 
bonds are to be applied toward the con- 
struction of the terminal and appurten- 
ant facilities at an estimated cost of 
$15,765,000, including the railroads’ 15 
per cent share of prospective outlays 
for grade separation structures, and a 
$600,000 advance to the New Orleans 
Terminal Company to enable it to 
double-track part of its line and install 
new signaling and other facilities. The 
commission’s report noted that the 
total of these outlays is approximately 
$18,000,000, or $3,000,000 more than the 
par value of the proposed bonds. The 
report went on to explain that, under 
the terminal agreement, the railroads 
will be “liable to pay this deficiency 
as prepaid additional rental.” 

Authority to issue the bonds was 
deferred by the commission because the 
rates of interest, to be determined by 
competitive bidding, and other particu- 
lars have not as yet been decided. The 
bonds would mature serially in varying 
amounts from January 1, 1953, to Jan- 
uary 1, 1989, with a last maturity on 
January 1, 1998. 

The remainder of the $37,000,000 ex- 
penditure is to be borne by the city with 
“some assistance’ from other govern- 
ment agencies. 

The railroad signatories to the ter- 
minal agreement are granted the right 
to use the terminal during an_ initial 
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term of 50 years from its completion 
date, with provision for extensions up 
to 50 years in addition. Under the agree- 
ment, the carriers have obligated them- 
selves to pay as a normal rent for 
use of the terminal, on a user basis, 
(1) the cost of maintaining and operat- 
ing the terminal; and (2) interest on 
and serial maturities of the proposed 
bonds. 

The terminal is to be exempt from 
ad valorem taxes, and after January 
1, 1998, the carriers, in addition to 
paying all costs of maintenance and 
operation, are to pay the city a net 
normal rental in an amount equal 
to what the ad valorem taxes would 
be on the terminal. 

The cu.amission, which imposed em- 
ployee-protection conditions for a four- 
year period, observed that the total num- 
ber of employees on the New Orleans 
lines that probably would be affected 
by the contemplated changes in opera- 
tions has been estimated by a com- 
mittee of transportation officers at 1,022, 
with an estimated 680 required to ope- 
rate and maintain the new terminal. 
The estimates, it said, indicate a net 
displacement of about 350, of whom 
about 117 are crossing watchmen and 
bridge tenders. 


Southern.—This road has authorized 
the following projects, the probable 
costs of which are shown in parentheses : 
Replacing steel viaduct with reinforced 
concrete pipe culvert and fill on new 
alignment near Taswell, Ind. ($231,- 
700) ; constructing industrial tracks at 
Childersburg, Ala. ($80,000); and re- 
placing a timber trestle with a steel 
bridge near Popes Ferry, Ga. ($80,000) 
and also near Rock Hill, S. C. ($48,- 
200). With the exception of the Taswell 
project, all work will be done by com- 
pany forces. 


Union Pacific—This road has awarded 
a number of contracts for construction 
jobs, which, together with contemplated 
projects for which no contracts have 
been let, will cost in excess of $7,000,- 
000. Company forces will complete a 
major portion of each of the projects, 
which are as follows (cost chargeable 
to additions and betterments shown in 
parentheses) : 

(1) Construct double-track main-line 
change, 2.88 mi. long, to eliminate sharp 
curvature at Thayer Junction, Wyo., 
($1,142,300). A grading contract for 
approximately $447,000 has been 
awarded to the Morrison-Knudsen 
Company. 

(2) Extend passing tracks and re- 
space and replace 110-mi. of semaphore 
signals with color-light signals, between 
Ogden, Utah, and McCammon, Idaho, 
($1,275,000). A contract for grading 
amounting to $36,100 has _ been 
awarded to the Morrison-Knudsen 
Company. 

(3) Line change in main track in the 
vicinities of Strong, Utah, Bloom, Black 
Rock and Farrier, Nev., to eliminate 
sharp curvature ($127,200). Morrison- 





Knudsen Company has been awarded a 
grading contract amounting to ap- 
proximately $74,900. 

The following jobs will be completed 
entirely by company forces: Install 250- 
mi. of automatic cab controlling circuits 
and replace semaphore signals with 
color-light signals between Laramie, 
Wyo., and Green River ($600,800) ; and 
install Diesel oil storage and servicing 
facilities at Omaha, Neb., Cheyenne, 
Wyo., Green River, Kansas City, Mo., 
Lynndyl, Utah, and Milford, Yermo, 
Cal., San Bernardino and Los An- 
geles ($231,500). 

The road will install 59 mi. of cen- 
tralized traffic control, construct a 4-mi. 
second main track and extend passing 
tracks, between Los Angeles and River- 
side, at a cost of $2,449,400. Invitations 
for grading—estimated to cost $57,100 
—have been issued to contractors. The 
balance of the work will be completed 
by company forces. 

A track, 21.5 mi. long, wili be con- 
structed to a phosphate deposit at Fort 
Hall, Idaho, at a cost of $1,090,600. Con- 
tracts totaling an estimated $460,000 
will be awarded for grading and for 
labor on bridges, culverts and fencing, 
the remainder of the work being com- 
pleted by company forces. 

The U. P. will also construct 19,000 
ft. of trackage and relocate an additional 
13,000 ft. of track at Nampa, Idaho, at 
a cost of about $250,800. Company for- 
ces will perform all of the work except 
grading, for which a contract amount- 
ing to approximately $33,000 will be 
awarded. 


Spokane, Portland & Seattle—This road 
has awarded the following contracts for 
construction jobs, the estimated costs 
of which are shown in parentheses: To 
the A. Nieman Construction Company, 
Vancouver, Wash., for the erection of 
a 26-ft. by 85-ft. reinforced concrete 
oil-and-paint house and for the installa- 
tion of steel tanks and pumps ($64,510) ; 
and to the Packard & Pump Co., Long- 
view, Wash., for the replacement of a 
timber trestle with precast reinforced 
concrete slabs ($23,474); and for the 
replacement of an additional timber 
trestle with a 60-ft. plate girder 
($38.515). 


ORGANIZATIONS 


The Chain Store Traffic League will hold 
its 9th annual meeting at the. Hotel 
Roosevelt, New Orleans, La., April 29- 
May 1, inclusive. 





An “Air Line” excursion on the New 
Haven railroad from New Haven to 
Willimantic has been arranged by the 
Connecticut chapter of the National Rail- 
way Historical Society on May 16. 


William T. Faricy, president of the 
Association of American Railroads, will 
(Continued on page 72) 
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CANADIAN PACIFIC RAILWAY COMPANY 


Sixty-Seventh Annual Report of the Directors, year ended December 31, 1947 


(Abridged) 
To the Shareholders: 

The volume of traffic on the railway in 1947 greatly ex- 
ceeded expectations and established a peacetime record. 
Among the factors contributing to this were the condition of 
almost full employment in Canada, the backlog of need for 
construction materials and durable consumption goods, special 
efforts to move grain and flour to ocean ports for export, 
heavy imports in many categories from the United States, 
and record exports of wood pulp and newsprint paper to that 
country. Passenger traffic continued to decrease but was still 
much above the pre-war level. 


The application of the Railways for a 30% increase in 
freight rates filed in October, 1946, was the subject of public 
hearings throughout Canada before the Board of Transport 
Commissioners, commencing in February and ending in De- 
cember. A decision had not been rendered at the end of the 
year. The Interstate Commerce Commission of the United 
States meanwhile authorized two increases in freight rates, 
additional to that authorized in 1946, and the Board of 
Transport in each instance authorized the application of these 
increases to international, overhead and certain import and 
éxport traffic in Canada. Notwithstanding these increases 
the average revenue received for hauling one ton one mile in 
1947 was 95/100 of a cent only, compared with 93/100 in 
1946 and with an average exceeding one cent during the ten 
years 1920-1929. 


Working expenses continued to increase. The general wage 
increase of ten cents an hour made effective June 1, 1946, was 
applied for the full year 1947 compared with the seven months 
of 1946. Applications were received from various groups of 
employees fer higher rates of pay and in certain instances 
upward adjustment was made, but there was no general in- 

®crease in wages during the year. The average cost of locomo- 
tive fuel in 1947 was $6.75 per ton, compared with $5.99 in 
1946; creosoted ties cost $2.04, as against $1.96; and the price 
of rails was $63.80 per ton, an increase of $3.59. Wage rates 
averaged 45% more than prior to the war and costs of ma- 
terials and supplies were far above pre-war levels. 

Net earnings from railway operations were again markedly 
inadequate. A substantial improvement might have been 
expected from the upward revision of freight rates on the 
international traffic referred to, as well as from the larger 
traffic volume. Instead, the increase in gross earnings was 
almost wholly offset by rising costs; and the ratio of net to 
gross earnings remained practically the same as in 1946 when 
an all-time low was reached. It is startling to compare this 


7. 


ratio of but 7.2% with the average of 19.9% for the period 





Highlights 
1946 1945 

Gross Earnings ......... $318, 385; 919 $292,495,828 $316,109,358 
Working Expenses ...... 295, 693,730 271 ,652,778 280,055, (024 
Net Earnings ........... 22.892, 189 20,843,050 36,054,334 
Other income ......02.. 24,788,927 22,779,794 15,106,957 
Interest and Rental Charges $15, ‘787, 174 $18,488,113 $19,547,129 
Preference Stock Dividends 4,557,682 4,557,682 031, 
Ordinary Stock Dividends 16,750,000 16,750,000 16,750,000 
Balance for Modernization & 

Other Corporate Purposes 10,586,260 3,827,049 9,832,662 
Ratio, Net to Gross 

Pree 7.19% 7.13% 11.41% 
Average Interest Rate ... 3.64% 3.66% 3.84% 
Preference Dividend Rate 4% 4% 4% 
Ordinary Dividend Rate .. 5% 5% 5% 
Tons of Freight Carried .. 59,034,547 51,400,892 54,822,012 
Number of Passengers 

OS eee eee 14,636,353 15,583,990 17,740,684 
Revenue per Ton Mile .. 0.95c 0.93c 0.83c 
Revenue per Passenger 

SRE 2.40c 2.12c 1.97¢ 

Total Pay Rolls, All 

oS a a Pie 960,029 $178,982,649 $172, = ,023 
Number of Employees .. 83,528 82,180 4,062 
Average Annual Wage . $2,322 $2,178 $2. ‘049 
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[ Advertisement] 


1920-1929, when traffic volume was much less. On the other 
hand, a betterment in net earnings of Consolidated Smelters 
resulted in larger dividends from that source which brought 
Other Income up to a new high record. 

The total income available from all sources to meet your 
Company’s financial requirements amounted to $47,681,116, 
of which the railway—the main undertaking—contributed 
only 48%. 

Fixed charges, lower than in any year since 1928, eanianed 
to $15,787,174. After providing for these and for the four per 
cent. dividend on Preference Stock, the earnings per share of 
Ordinary Stock amounted to $2.04, compared with $1.53 in 
1946. 

The accounts of your Company show the following results 
for the year ended December 31, 1947: 


Income Account 


ReRIOs NND fo oe ni nono sine a kbs s.5 wisie-6 be eis-w'egd/bie $318,585,919 
Working Expenses (including taxes) .............006 295,693,730 
Set NINES 952 Gi cine Se Gek oe seen eke eebeieaeb ee ees $ 22,892,189 
ET TEED. uth Goeeetswun soe annsens eee ae swuserce’s 24,788,927 

$ 47,681,116 
AS NID 05 6:5 60GS 5S Gnd A sGH Rte Ks Saxe eee Eee 15,787,174 
PND SoC oak ant ics neu see sone awe sade sa' $ 31,893,942 
Dividends: 


Preference Stock 





2% paid August 1, 1947... $ 2,278,841 
2% payable February 2, 1948 2,278,841 
—_———-+ $ 4,557,682 
Ordinary Stock 
2% paid November 1, 1947 .......... 6,700,000 
11,257,682 
Balance transferred to Profit ard Loss Account ......... $ 20,636,260 





(The final dividend of 3 per cent. On the Ordinary Stock which was 
declared subsequent to the end of the year and is payable March 31, 
1948, amounting to $10,050,000, is not deducted in the accounts for 
the year 1947.) 
Profit and Loss Account 

Profit and Loss Balance December 31, 1946 ............ $269,126,972 
Final dividend of 3 per cent. on the Ordinary Stock, 

declared from the earnings of the year 1946, paid 


PE NS OPT ea Sie ess sb ices dSie ses eetssteees 10,050,000 
$259,076,972 
Balance of Income Account for the year 
ended December 31, 1947 ............. $ 20,636,260 
Portion of steamship insurance recoveries 
representing compensation for increased 
cost of tonnage replacement ........... 636,825 
Miscellaneous—Net Credit ............... 304,583 
$ 21,577,668 
Deduct: 
Adjustment to prevailing official rates for 
sterling in respect of capital expendi- 
tures for steamships in years 1943-1946 1,530,679 
———-_ 20,046,989 
Profit and Loss Balance December 31, 1947, as per 
DMCS GEO sco 5 eeGaernk sv wher sossans cus sv s04 0 $279,123,961 





Railway Operations 

Gross EARNINGS in 1947 increased $26,090,091, or 8.9%, 
over those of 1946, and were but $285,115 below those of 
1944, the year of highest earnings. 

FREIGHT EARNINGS amounted to $250,893,574, an increase 
of $32,342,966, or 14.8%, over 1946. The total was greater 
than in any previous year and $17,775,101 in excess of 1944, 
the next highest year. Increases in rates on international, 
overhead and certain import and export traffic produced 
more than $10,000,000 of the year’s freight revenue. 

Greater earnings were reported from general manufactures, 
grain and grain products, petroleum, lumber, paper and 
merchandise. No serious declines occured in the movement of 
important commodities but small decreases were recorded 
in coal and coke, livestock and meat products. It was im- 
possible at all times to meet fully the demand for freight 
cars but the situation was eased in the latter part of the 
year with the delivery of substantial number of new cars. 
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The volume of business, measured in ton miles, was 11.6% 
greater than in 1946, but 4.3% and 3.9% respectively less 
than in 1944 and 1945. Tons handled, at 59,034,547, estab- 
lished a new record. 

PasseNceR Earnincs totalled $40,322,874, which were 
$5,057,771, or 11.1%, less than in 1946, and $16,531,423 
below the wartime peak of 1945. There was a decline of 
$6,664,000 from military traffic which was heavy in the 
early part of 1946, and some increase in revenue arising 
from trans-Atlantic passengers, traffic from the United States, 
as well as domestic travel. 

The number of passengers carried one mile totalled 
1,665,585,000, a decrease of 21.7% from 1946. This arose 
from a decrease in passengers carried of 6.1% and a re- 
duction in the average journey from 136.4 miles to 113.8 
miles. Coach traffic declined more than first class traffic and 
while earnings from sleeping, parlor and dining car services 
were less, available space continued to be well taken up. 
The fare per passenger mile averaged 2.40 cents as against 
2.12 cents in 1946, due in part to certain fares over routes 
competitive with United States lines having been increased 
concurrently with increases authorized by the Interstate Com- 
merce Commission. 

Workinc Expenses increased $24,040,952, or 8.8%. Wages 
and salaries increased $10,916,533, of which approximately 
$6,500,000 was due to bearing the full year’s cost of the 
wage increase of 10 cents per hour granted June 1, 1946. The 
balance arose from the greater number of hours worked with 
certain wage adjustments and changes in working conditions 
granted various groups of employees. Expenses for material 
and supplies and other items increased $13,828,748, while 
tax accurals were $704,329 less. - 

The ratio of working expenses to gross earnings was 
92.81%, a reduction of a bare .06 from last year’s ratio, 
which was the highest on record. . 

MAINTENANCE EXxpEnsEs totalled $117,061,922 for the year, 
of which $54,776,657 was for maintenance of way and struc- 
tures and $62,285,265 for maintenance of equipment. This 
was an increase of $7,370,322 over the expenses of 1946. In 
total they represented 36.7% of gross earnings compared 
with 37.5% in 1946. 

Track maintenance included the placing in track of 2,382,- 
860 treated and 731,060 untreated ties, the laying of 382 
single track miles of new rail and application of 23.2 miles 
of rock ballast and 214.6 miles of other types of ballast. The 
Sperry detector car, which is used in the examination of 
rails for hidden defects, tested 8,090 miles of track. 

The programme for renewal of rails, fastenings and ballast 
was below a level adequate for a year of heavy traffic vol- 
ume owing to short supply of both material and labor, but 
some progress was made in overtaking deferred maintenance 
of ties. To provide for renewals deferred during the year, 
less what was overtaken on ties, a net amount of $2,400,000 
was charged to maintenance and carried to Maintenance 
Reserves. 

Rolling stock maintenance included complete overhauls 
of 767 locomotives, 28,379 freight train cars and 1,294 pas- 
senger train cars. At the end of the year 98.2% of freight 
cars and 93.5% of locomotives were in serviceable condition. 
Owing to the situation as to material and labour, the rolling 
stock maintenance that was done, while adequate for the 
traffic volume, did not effect any reduction in the deferred 
work accumulated during the war years. 

TRANSPORTATION EXPENSES amounted to $133,952,979, ‘a 
increase of $16,055,016, or 13.6%, over 1946. The heavier 
traffic, together with higher wage rates, increased prices 
of fuel and other supplies, and wide-spread severe weather 
conditions in the early part of the year accounted for the 
greater expense. 

Freight train operating performance showed improvement, 
reflecting in part the intensive efforts to obtain maximum 
utilization of the limited supply of equipment. Miles made 
per car on line averaged 16,973 compared with 16,177 the 


previous year, and the proportion of empty to total car miles 
was the lowest in many years. The average mileage per loco- 
motive was 44,591, compared with 42,316 in 1946. Uncon- 
trollable costs so predominated, however, that transportation 
expenses took 42.1% of gross earnings, a proportion never 
before reached, compared with 40.3% in the previous year. 

The following statistical averages are indicative of the gen- 
eral level of efficiency in operations: 


1947 1946 

Freight Train Load—gross tons 1,7. 1,688 

Freight Train Speed—miles per hour 9 16.1 

Gross Ton Miles per Freight Train Hour 27,187 
Freight Train Fuel Consumption—pounds per 1,000 

gross ton miles Au. 

Freight Car Load—tons 


1.2 

Raitway Tax AccRUALS amounted to $16,172, 935, of which 
$12,000,000 was provision for Dominion Income and Pro- 
vincial Corporation taxes, a reduction of $1,000,000 from the 
1946 provision. 

Net Earnincs from railway operations were $22,892,189, 
an increase of $2,049,139. Out of each dollar of gross earnings, 
only seven cents of net was realized. In 1944 when gross earn- 
ings were roughly the same as in 1947, net earnings amounted 
to $43,159,664, or nearly double the 1947 figure: In this com- 
parison the 1947 results are favoured by the increase in earn- 
ings derived from the rate increases on international traffic 
to which previous reference has been made. 

Other Income 

Other Income, at $24,788,927, was the highest in your 
Company’s history. It was $2,009,133 more than in the pre- 
vious record year of 1946. 

The net earnings from ocean and coastal steamship opera- 
tions decreased $401,917. Ocean steamship earnings were 
greater, due principally to the addition of the sixth Beaver 
ship to your Company’s North Atlantic fleet and the return 
to passenger service in July of the Empress of Canada. The 
decline in net earnings of coastal steamships, chiefly due to 
increased costs of operation, more than offset the improve- 
ment in ocean steamship earnings. Higher freight and pas- 
senger charges were put into effect on the British Columbia 
service on the removal of price control but were not effec- 
tive early enough to affect greatly the year’s results. 

Net earnings of your hotels were better than in any pre- 
vious year; they exceeded, by $545,870, those of 1946 which 
had been the highest up to that time. Labour and material 
costs have been advancing rapidly over the past few years 
and in order to catch up with these costs it became neces- 
sary in the early summer to increase charges for meals and 
rooms in all your hotels. This, together with the larger 
volume of business enjoyed by your resort hotels, was re- 
sponsible for the more favourable results. 

The revenues from communication services were aug- 
mented by an increase of 20% in rates on telegraph traffic 
to and from the United States which was authorized by the 
Board of Transport Commissioners for Canada on June 6, 
1947, following a general increase allowed by the Interstate 
Commerce Commission. Domestic rates remained unchanged 
throughout the year. As a result of rising costs, net earn- 
ings were $302,392 less. 

Dividend income increased by $5,984,263. Dividends from 
The Consolidated Mining & Smelting Company of Canada, 
Limited at $8.00 per share amounted to $13,460,000 com- 
pared with $4.25 per share and $7,150,625 in 1946. The 
sustained heavy export demand and the marked improvement 
in world market prices for base metals enabled larger re- 
turns to be realized than were earned during the past several 
years. 

Net income from interest, exchange, separately operated 
properties and miscellaneous sources decreased $3,436,475. 
Interest from the Steamship Replacement J «=d decreased 
$298,207, owing to withdrawals from the Fux.) ior expendi- 
tures on ships. Exchange account decreased $1,514,259. 
There was a‘ decrease of $1,995,455 as a result of stating 
sterling expenditures for fixed charges at the official rate, 
but this was offset in part by the benefit for a full year of 
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the revaluation, effective July 6, 1946, of the Canadian dol- 
lar in relation to the currencies of the United Kingdom and 
the United States. The earnings of your Air Lines were 
$956,637 less and there was an increase of $337,162 in the 
deficit of the Northern Alberta Railways, half of which is 
borne by your Company. 

Fixed Charges 

Fixed charges amounted to $15,787,174, a decrease of 
$2,700,939. Of this, $705,484 was brought about principally 
by a reduction in funded debt outstanding and in leased 
line rentals. The balance is the result of stating interest 
and rents payable in sterling at the official rate instead of 
at par of exchange. 

Net Income and Dividends 

Net income amounted to $31,893,942, an increase of $6,- 
759,211 over 1946. Dividends declared from the year’s net 
income aggregated $21,307,682, of which $4,557,682 was for 
two half-yearly dividends on the Preference Stock of 2 per 
cent. each and $16,750,000 for dividends on the Ordinary 
Stock of 2 per cent. paid November 1, 1947, and 3 per cent. 
payable March 31, 1948. The source of income for the pay- 
ment of dividends on the Ordinary Stock was indicated 
clearly in special announcements made by your Directors. 
The last such statement, issued February 9, 1948, was as 
follows: 

“The Directors consider it desirable to point out that 
this dividend of three per cent. making a total dividend 
payment of five per cent. in respect of operations for 
the year 1947 is made possible only by income from 
sources other than railway operations. Continued in- 
creases in gross earnings from freight traffic had been 
largely offset by decreases in passenger traffic and by 
increases in wages and the cost of materials and sup- 
plies.” 

Balance Sheet 

Total assets at the end of the year amounted to $1,648,- 
453,823, an increase of $26,008,155 during the year. There 
was a net increase of $32,033,830 in Property Investment, 
details of which are shown in a supporting schedule to the 
Balance Sheet. The largest item of expenditure was $26,- 
011,981 for Rolling Stock, of which $19,765,867 was for new 
freight cars. 

Finance 

The amount of serial equipment obligations paid during 
the year was $8,264,000, reducing the Funded Debt by that 
amount and reducing the amount of Consolidated Debenture 
Stock pledged as Collateral by $268,000. 

As of January 2, 1948, The Royal Trust Company, as 
Trustee, entered into an agreement under which $20,000,000 
principal amount of Equipment Trust Certificates was is- 
sued, guaranteed as to principal and interest by your Com- 
pany. This issue, designated as Series “J” maturing in equal 
annual instalments from January 2, 1949, to January 2, 1958, 
inclusive, is payable in Canadian currency, and bears inter- 
est at 2% per annum payable semi-annually commencing 
July 2, 1948. Under this arrangement, equipment constructed 
or to be constructed at an estimated cost of $25,027,410 in 
Canadian funds is leased to your Company at a rental equal 
to the instalments of principal of and interest on the Equip- 
ment Trust Certificates, such rental being payable on June 
30 and December 30 in each year from 1948 to 1957 inclu- 
sive. 

Wage Negotiations 

At the beginning of the year notice was served by various 
groups of employees requesting extended annual vacation 
allowances. Subsequently a Board of Conciliation reported 
substantially in favour of the extensions asked for and a 
settlement was then negotiated, to be effective in 1948. 

During the year certain groups of employees pressed re- 
quests for changes in working conditions in their agree- 
ments all of which involved increased expense to your Com- 
pany. The proposals of the maintenance of equipment em- 
ployees and the railway telegraphers were disposed of 


through negotiation. In other cases Boards of Conciliation 
were established as a result of which settlements were 
reached after further negotiations. Some cases are still out. 
standing, notably those concerning maintenance of way em. 
ployees and conductors and trainmen. The effect of settle. 
ments negotiated during 1947 will be to increase the payroll 
expenses by approximately $2,250,000 per annum. 

In November representatives of practically all organized 
employees served notice asking for a general wage increase 
of thirty-five cents per hour or its equivalent. It was impos. 
sible to entertain these requests, and they will be the sub. 
ject of investigation by Boards of Conciliation early in 1948, 
A general wage increase of thirty-five cents per hour for all 
employees of your Company would mean an increased pay. 
roll expense of nearly $65,000,000. Your Company, while 
fully aware of the sharp rise that has taken place in the 
cost of living during the year, is firmly of the view that the 
demands made are not justified under existing circumstances, 

To relieve the existing labour shortage, your Company 
made application to the proper authorities to recruit in 
Europe and bring to Canada for employment in track and 
other maintenance work a total of 1,720 men. Your Com. 
pany obligated itself to provide employment for such rates 
and under conditions of employment, including accommoda- 
tion, not less favourable to the employee than those prevail- 
ing in the locality for similar classifications of employment. 

Canadian Pacific Air Lines, Limited 

The realignment of services following the survey of 
Canada’s air transport requirements conducted by the Air 
Transport Board, mentioned in the last Annual Report, re- 
sulted in the relinquishment during the early part of 1947 
of almost all the non-schedule or charter licences held by 
your Air Lines. On the other hand, certain new routes were 
assigned, including the scheduled services between Van- 
couver and Prince Rupert; Vancouver and Calgary via the 
Okanagan Valley; Winnipeg and Flin Flon via The Pas; 
and Seven Islands and Knob Lake. In order to meet the 
requirements of the new services, nine twin-engined aircraft 
were acquired and 26 of the smaller and older planes were 
disposed of. 

The loss of earnings from the charter operations pre- 
viously conducted and the cost of organizing and developing 
the new routes, combined with the increased costs of mate- 
rials and labour, resulted in a net loss, after depreciation, 
of $584,266 as compared with a profit of $372,371 in the 
previous year. 

Minneapolis, St. Paul & Sault Ste. Marie Railroad Company 

A dividend on the capital stock of this Company was de- 
clared on February 19, 1947, at the rate of $1.00 per share, 
amounting to $791,104, of which your Company received 
$359,829. Gross earnings of the Soo Line for 1947 amounted 
to $32,487,992, an increase of $4,517,844 over 1946. Freight 
earnings were $4,617,368 higher, principally as a result of 
increases in rates authorized by the Interstate Commerce Com- 
mission. Working expenses for the year amounted to $30,- 
454,813, an increase of $3,502,733. 

Net income for the year, after provision for fixed and con- 
tingent charges, amounted to $1,183,000 compared with 
$154,188 in the previous year. 

The voting trust agreement which had been entered into 
pursuant to the plan of reorganization of the Soo Line was 
terminated at December 31. 1947, by unanimous action of 
the Voting Trustees. The effect of this action was to trans- 
fer to the shareholders the right to vote the capital stock of 
which your Company now owns 50.03%. 

The Wisconsin Central continues to be operated by the 
Soo Line as agent for the Trustees of the Wisconsin Cen- 
tral. The plan of reorganization previously proposed by an 
Examiner of the Interstate Commerce Commission has now 
been approved with certain modifications by the Commis- 
sion. Your Company as well as' other interested parties have 
petitioned for an order for further modification of certain 
features of the plan. On February 2, 1948, the Commission 
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issued an order reopening proceedings for further hearing. 
The Duluth, South Shore & Atlantic Railway Company 

The plan of reorganization proposed by the Trustees of 
the South Shore as a result of the negotiations between your 
Company and representatives of the holders of a substantial 
portion of the First Mortgage Bonds, which was under con- 
sideration by the Interstate Commerce Commission at the 
end of 1946, was approved by the Commission on June 19, 
1947, with certain modifications. In order to expedite the 
reorganization proceedings, all parties in interest have agreed 
not to file any objections to the modified plan, which has 
now been certified to the District Court. 

Gross earnings of the South Shore for the year were $5,- 
393,656, an increase of $1,233,257, of which approximately 
$731,000 was due to higher freight rates. Net earnings 
amounted to $537,460, an increase of $526,685 over the pre- 
vious year. 


Rates and Services 


Previous reference has been made in this Report to the 
application filed with the Board of Transport Commissioners 
for Canada for authority to increase freight rates by 30%. 
There were certain exceptions to the request for a general 
increase, namely the statutory grain rates which may only 
be increased by authority of Parliament and rates on coal 
and coke for which definite amounts per ton were requested. 
It was estimated that the overall increase in freight revenues 
involved in the application amounted to 22.6%. 

Following the release from price control of freight and 
express charges, under order of the Wartime Prices and 
Trade Board effective September 15, 1947, the railways of 
Canada took steps to increase by 30% competitive freight 
rates and competitive express rates. 

The railway companies felt justified in proposing these 
increases in rates which they had voluntarily established to 
meet competition, because their competitors’ costs had also 
substantially increased and the abnormally low rates could 
therefore no longer be justified. Such rates as increased 
would in no instances have exceeded either the normal rates 
previously established without regard to competition or those 
fixed as maximum rates by the Board of Transport. 

The Board ruled, however, that all rates, including these 
competitive rates, were under consideration in the general 
application and that it was desirable that they should con- 
tinue to be considered together until final disposition. The 
railways were therefore ordered to suspend these increases. 
Diesel switching locomotives are 








NEW ROLLING proving their effectiveness in yard 
an ce cones. operations at major terminals across 
YEAR the syst&m. At the end of the year 
Locomotives 55 diesel switchers were in service, 
team ..... 6 of which 13 were received durin 
Diesel ..... 13 . 
Freight Train ‘Cars 1947. 
KM sevccee 672 . 

intense tee Steamship Replacement 
Ho per .... 251 The Beavercove, fourth of the 
gap 55 Atlantic Beavers designed and 
misnomer Train Cars built for your Company, was 
al . delivered during ; 1947 and en- 
tered regular freight service be- 








tween Canada and the British 
Isles in September. The Beaverburn and _ Beaverford, 
ultimately intended for the Pacific, remained in the 
Atlantic service throughout the year. The six Beaver ships 
combined carried 445,960 tons of cargo, principally vital 
foodstuffs, to the United Kingdom, and carried 91,101 tons 
to Canada. In addition, 1,295 passengers were accommo- 
dated on the Beaverburn and Beaverford. 

In July the Empress of Canada, the former Duchess of 
Richmond, which had been completely overhauled and re- 
conditioned, returned to the Atlantic service and up to’ the 
end of the year carried 10,241 passengers and 36,484 tons 
of cargo. 

The Duchess of Bedford was released from troop transport 


service and is being refitted before returning to the Atlantic 
service. She is to be renamed the Empress of France. 
Serious delays have been encountered owing to scarcity of 
materials and the lack of sufficient numbers of skilled work- 
men in the shipyards. 

In September your Company purchased the former Ger- 
man motor vessel Huascaran and renamed her Beaverbrae. 

_ This vessel was reconditioned and is now in service in the 
transport of displaced persons and immigrants from Europe. 
The Beaverbrae has a carrying capacity of approximately 
800 passengers and 6,000 tons of cargo. 

The Princess Kathleen, fully reconditioned and with mod- 
ernized fittings, re-entered your Company’s service on the 
triangle run between Vancouver, Victoria and Seattle. The 
two new passenger steamships being constructed for the 
British Columbia Coast Service are expected to be placed 
in service before the end of 1948. 

Discussions were continued with shipbuilders in the 
United Kingdom looking toward the placing of contracts 
for the construction of two large passenger vessels, one for 
Pacific service and one for the Atlantic, plans and specifica- 
tions for which were completed in 1946. 

Capital Appropriations 

In anticipation of your confirmation, capital appropriations 
in addition to those approved at the last Annual Meeting 
were authorized by your Directors during the year in the 
amount of $36,390,854. Your approval will be requested also 
for capital appropriations of $43,280,017 for the year 1948. 
The principal items are as follows: 

Additions and betterments to stations, freight sheds, 


coaling and watering facilities and enginehouses ..... $ 3,615,297 
Replacement and enlargement of structures in permanent 

MUNN ae St nisin ee oad Ages vo oe hee eee Ne sitie 829,327 
Tie plates, rail anchors and miscellaneous roadway better- 

ee CEE OLE eT Ee COT. 1,292,193 
Replacement of rail in main line and branch line tracks 

with heavier section .......scsccccoccccccccccccsces 1,110,299 
Installation of automatic signals ...........+++ mieatests 372,583 
Additional terminal‘and side track accommodation ...... 759 A454 
Additions and betterments to shop machinery .......+++- 494,228 
New rolling stock .....ccccccccccccsccccvswecccccces 31,524,072 
Additions and betterments to rolling stock ...........-- 1,489,400 
Ocean steamships .......ccccccccccccccsevcccscecccess i 
Additions and betterments to communication facilities.... 1,638,238 

Directorate 


Early in the present year the health of Mr. W. M. Neal, 
C.B.E., Chairman and President of your Company, showed 
signs of deterioration and notwithstanding a prolonged rest 
he failed to improve. In consequence of advice from his 
physicians he asked that he be relieved of his responsibili- 
ties at the earliest possible date, and your Directors reluc- 
tantly felt impelled to accept his resignation. 

Mr. Neal’s record is one of distinctive achievement in the 
field of railway operation. Throughout the many years of 
his service, in whatever office he held, his zeal, ability and 
energy were conspicuous; and, beside serving your Company 
with great efficiency, he rendered the Country meritorious 
service in the War of 1914-18 as General Secretary of the 
Canadian Railway War Board; and again in the recent 
World War as Canadian representative on the Transportation 
Equipment Committee of the Combined Production and Re- 
sources Board of Canada, the United Kingdom and the 
United States. 

At the meeting of the Board held on the date of this 
Report Mr. George A. Walker, K.C., Vice-President of your 
Company, a Director and member of the Executive Commit- 
tee, was elected Chairman of the Company. 

Mr. W. A. Mather, Vice-President of the Prairie Region 
of your Company’s System, was elected a Director, a mem- 
ber of the Executive Committee and President of the Com- 
pany. 

The undermentioned Directors will retire from office at 
the approaching annual meeting. They are eligible for re- 
election. 

Mr. D. C. CoLteman, C.M.G. Mr. Joun W. Hosss 
Hon. CuHartes A. Dunninc, P.C. Mr. R. S. McLaucHiin 
Sm Epwarp Peacock, G.C.V.O. 
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ASSETS 


PROPERTY INVESTMENT: 
Railway, Rolling Stock and 


Canadian Pacific Railway Company 
General Balance Sheet, December 31, 1947 


CAPITAL STOCK: 
Ordinary Stock 






Inland Steamships .........$ 880,747,256 Preference Stock—4% 
Improvements on Non-cumulative ........ wows 137,200,941 
Leased Property ......... ees 107,956,776 —————$ 472,256,921 
Stocks and Bonds—Leased PERPETUAL 4% CONSOLIDATED 
Railway Companies ....... ,»+ 134,169,779 DEBENTURE STOCK ........ eee$ 325,956,729 
Ocean and Coastal Steamships 54,545,167 Less: Pledged as collateral to 
Hotel, Communication and bonds & equipment obligations 30,418,500 
Miscellaneous Properties .... wet ce come —— 295,438,229 
TT »275,063,287 FUNDED DEBT 3 .0s00. -pkbn he eoee 75,301,000 
OTHER INVESTMENTS: CURRENT LIABILITIES: 
Stocks and Bonds— Controlled a ee a ee seeaeceee $ 7,053,336 
Companies 200020200000 eeeee$ 69,939,167 Audited Vouchers ........+-.. 9,284,072 
Miscellaneous Investments .... 47,039,970 Net Traffic Balances ...... eee 4,491,862 
Advances to Controlled and Miscellaneous Acc’ts Payable .. 9,452,084 
Other Companies ........ > 7,236,035 Accrued Fixed Charges ........ 938,186 
Mortgages Collectible and Unmatured Dividend Declared. 2,278,841 
Advances to Settlers ...... os 1,293,295 Other Current Liabilities ...... 13,339,604 
Deferred Payments on Lands os 46,837,985 
_and Townsites ......... 10,782,049 DEFERRED LIABILITIES: 
Unsold Land and Other Dominion Government Unem- 
ot ee a 13,423,071 ployment Relief ........e00. 1,447,223 
Maintenance Fund .........00. 27,600,000 PEISOCICOMR  i.0505445%5055006 2,961,578 
Insurance Fund .....2..000000 12,460,156 aa 4,408,801 
Steamship Replacement Fund .. 34,645,823 RESERVES AND UNADJUSTED CREDITS: 
~ re 224,419,575 Maintenance Reserves ........ 27,600,000 
CURRENT ASSETS: ' Depreciation Reserves ........ 324,478,772 
Material and Supplies ........ 36,712,903 Investment Reserves ........+. 3,702,115 
Agents’ & Conductors’ Balances 14,741,396 Insurance Reserve .......+se. - 12,460,156 
Misc, Accounts Receivable .... 17,968,071 Contingent Reserves .........+ »188,998 
Dominion of Canada Securities 31,667,000 Unadjusted Credits ............ 6,475,843 
ee a ea ee coeee 42,644,686 rn 379,905,884 
——— 143,734,056 PREMIUM ON CAPITAL AND DEBENTURE STOCK 34,458,562 
UNADJUSTED DEBITS: Oo Ok Lr ar 60,722,480 
Insurance OE EE 238,296 PROFIT AND LOSS BALANCE ..... 279,123,961 
Unamortized Disc..on Bonds .. 3,781,185 ae 
Other Unadjusted Debits ...... 1,217,424 $1,648,453,823 
SESE 5,236,905 ——_—_—_—_—— 
$ 1,648,453,823 









LIABILITIES 
seeeeeeee$ 335,000,000 











ERIC A. LESLIE, 
Vice-President and Comptroller. 








TO THE SHAREHOLDERS, 
CANAD: 


the books and records of the Co! 








IAN PACIFIC RAILWAY COMPANY: 


Canadian Pacific Railway Company as at December 31, 1947, the 
Income and Profit and Loss Accounts for the year ending on that 
date and other related schedules, and have compared them with 


mpany. 
The records of the securities owned by the Company at De- 
cember 31, 1947, were verified by an examination of those securities 
which were in the custody of its Treasurer and by certificates re- 


and Loss 


year then ended. 






ceived from such depositaries as were holding securities in safe cus- 
tody for the Company. 

In our opinion the General Balance Sheet, Income and Profit 
Accounts and the other related sched are properly 
drawn, up so as to present fairly the financial position of the Com- 
pany at December 31, 1947, 

, according to the best of our information 
explanations given to us and as shown by 


Montreal, March 5, 1948. 






ules 






and the results of its operations for the 
and the 
the books of the Company. 
PRICE, WATERHOUSE & CO., 
Chartered Accountants. 
















Officers and Employes 
Throughout the years an enviable record of devotion to 
duty has been built up by the officers and employees of your 


achievements and their gratitude for the loyalty to the best 
interests of’ your Company continuously’ expressed through 
the competent performance of duty. 


Company. By their efforts the high standards of Canadian 
Pacific service have been not only maintained but advanced. 


Your Directors desire to express their appreciation of these 
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MontTreaL, Marcu 8, 1948. 






For the Directors, 
W. A. MATHER, President. 












(Continued from page 67) 

address the Western Railway Club, at its 
meeting on April 19, in the Sherman 
Hotel, Chicago. 


The Miami Valley Traffic Club will 
hold its spring educational luncheon at 
23 noon on April 26, at the Van Cleve 
Hotel in Dayton, Ohio. 


The Eastern Association of Car Service 
Officers will hold its annual’ spring 
meeting at the Pennsylvania Hotel, New 
York, on April 29. 


At a dinner meeting on April 30, 
at the Queen City Club in Cincinnati, 
Ohio, the Newcomen Society committee 
of that city will honor Gustav Metzman, 
president of the New York Central. 
Mr. Metzman will deliver an address 
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in which he will discuss the lives and 
accomplishments of Ohio men who made 
possible the earliest railroads. 


CAR SERVICE 


I.C.C. Revised Service Order No. 
772-A vacated as of April 15 Revised 
Service Order No. 772, which required 
the Green Bay & Western and the Ke- 
waunee, Green Bay & Western to main- 
tain normal freight-car interchange ar- 
rangements with the Ahnapee & Wes- 
tern. 

LC.C. Service Order No. 793, which 
provides for the substitution of refrig- 











erator cars for box cars ordered to 
handle fruit and vegetable containers ald 
box shooks from certain Arkansas ani 
Texas points to the Rio Grande Valley, 
has been modified by Amendment No.2, 
which sets back the expiration date 
from April 20 until May 31. | 
LC.C. Service Order No. 780, which 
requires 25 per cent of the carload 
minimum to be loaded initially in cat 
of lumber forwarded from Washingt 
and Oregon points to be stopped 
complete loading, has been modified by 
Amendment No. 1, which set back tht 
expiration date from April 15 
October 15. 
General Permit ODT 18A, Reviset- 
39, has been issued by the Office a 
Defense Transportation to authori 
the shipment of new fresh harvested 
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Irish potatoes in carload lots of not less 
than 36,000 Ib. The permit became effec- 
tive April 7 and will expire May 31. 
LC.C. Service Order No. 813, ef- 
fective from April 14 until September 9 
unless otherwise modified, places an em- 
bargo against the Goldberg Building 
Material & Supply Co. of Troy, N. Z., 
which is served by the Boston & Maine, 
Delaware & Hudson, and New York 
Central. The commission stated that 
Goldberg had been holding ; loaded 
freight cars “an unreasonable time be- 
fore unloading them,” and that “the 
railroads have placed various embargoes 
against said company, but they have 
disregarded their own embargoes.” 


RAILWAY OFFICERS 


EXECUTIVE 


Lewis Edward Gordon, whose appoint- 
ment as assistant to vice-president— 
operation of the New York, Chicago 
& St. Louis at Cleveland, Ohio, was 
reported in Railway Age of March 20, 
was born on October 24, 1901, at Rich- 
mond, Va. Mr. Gordon entered railroad 
service on August 1, 1917, as office boy 
in the agricultural and industrial de- 
partment of the Chesapeake & Ohio at 
Richmond, Va. On June 1, 1918, he 
became clerk to assistant to federal 
manager at Richmond and a year later 
he went to the office of vice-president 
in a similar capacity. On July 11, 1921, 
he became secretary, in which capacity 
he subsequently served the assistant to 
vice-president, the general manager and 
the vice-president and general manager, 
all at Richmond. On March 16, 1933, 
Mr. Gordon was appointed secretary 
to vice-president of the C. & O. and 
the New York, Chicago & St. Louis at 
Cleveland, Ohio, and one month later 
he became assistant chief clerk to vice- 
president of those roads at Cleveland, 
subsequently serving the C. & O., the 
N.Y.C. & St.L. and the Pere Marquette 
as assistant chief clerk to executive 
vice-president and to the president. On 
April 14, 1943, Mr. Gordon became 
chief clerk, in which capacity he served 
the vice-president, the assistant to presi- 
dent and the vice-president, of the New 
York, Chicago & St. Louis at Cleveland. 





N. R. Crump, vice-president of the 
Eastern region of the Canadian Pacific 
at Toronto, Ont., has been appointed 
vice-president at Montreal, Que., with 
jurisdiction over all lines. William Man- 
son, vice-president at Montreal, has been 
appointed vice-president of the Prairie 
tegion at Winnipeg, Man., succeeding 
H. A. Mather, who was elected president 
of the road on March 8. D. S. Thomson, 
general manager of the Eastern region, 
succeeds Mr. Crump as vice-president 
of that region at Toronto. Mr. Crump 
born on July 30, 1904, at Revelstoke, . 
B. C., received his B. S. and M. E. 
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degrees from Purdue University. He 
entered railroad service in 1920 as a 
machinist’s apprentice for the Canadian 
Pacific at Field, B. C., transferring to 
the western shops at Winnipeg, Man., 
in 1922. He then attended Purdue from 
1925 to 1929, after which he returned 
to his former post. In 1930 he became 
night foreman at Sutherland, Sask., 





N. R. Crump 


then shop foreman at Lethbridge, Alta., 
and Calgary, successively. He then 
served consecutively as locomotive fore- 
man at Wilkie, Sask., night foreman 
at Moose Jaw, Sask., and division mas- 
ter mechanic at Moose Jaw, and in 1936 
was transferred to Regina, Sask. Mr. 
Crump was appointed chief mechanical 
draftsman, Western lines, at Winnipeg 
in 1939, assistant superintendent of mo- 
tive power for Western Canada in 1940, 
assistant to the vice-president in 1942, 
and general superintendent, Ontario dis- 
trict, in 1943. He was advanced to as- 





D. S. Thomson 


sistant general manager, Eastern lines, 
Toronto, Ont., in 1944, and in January, 
1946, he became general manager of the 
Eastern lines. Mr. Crump was pro- 
moted to vice-president and general 
manager of the eastern lines at Toronto 
in January, 1947, becoming vice-presi- 
dent of the Eastern region in August, 
1947. 


Mr. Thomson was born at Cornwall, 
Ont., and entered railroad service in 
1910 as messenger at the Angus shops 
of the Canadian Pacific at Montreal. 
He was employed in the Montreal offices 
of that road until 1925, when he became 
statistician. From 1926 to 1935 Mr. 
Thomson was chief clerk to general 
manager at Montreal, becoming assist- 
ant superintendent at Smith’s Falls, Ont., 
in the latter year. In 1936 he was 
transferred to Sudbury, Ont., and in 
1937, to the Bruce division. From 
December, 1937, to May, 1940, Mr. 
Thomson served as superintendent of 
the Trenton division, transferring to the 
Brownville division in the latter year. 
He was promoted to general superin- 
tendent of the Ontario district at Toron- 
to in October, 1944, and became assist- 
ant general manager of the Eastern 
lines at Toronto in January, 1947. Mr. 
Thomson was promoted to general man- 
ager of the Eastern region at Toronto 
in August, 1947. ' 


Ernest G. Young, attorney for the Chi- 
cago & Illinois Midland, at Spring- 
field, ‘Ill., has been appointed vice- 
president of the road, with headquarters 
as before at Springfield, succeeding 
George W. Imgrund, who has retired. 


Floyd H. Millard, whose promotion to 
vice-president and controller of the St. 
Louis Southwestern, with headquarters 
at St. Louis, Mo., was reported in 
Railway Age of March 20, was born 





Floyd H. Millard 


on July 17, 1888, at Central City, Neb. 
He received his higher education at 
the University of Colorado and the 
University of Illinois, and began his 
railroad career with the Chicago, Mil- 
waukee & St. Paul (now Chicago, Mil- 
waukee, St. Paul & Pacific), as an 
engineer at Chicago in 1912. Mr. Mil- 
lard was an instructor in mechanics at 
the University of Illinois for a period 
during 1912 and 1913, and in July of 
the latter year he joined ‘the Rail- 
road Commission of Wisconsin as an 
investigator. He became associated with 
the statistical bureau, Western Lines, 
at Chicago, in 1915, and served as as- 
sistant to director of traffic of the U. S. 
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Railroad Administration in 1919 and 
1920. He was appointed assistant to 
president of the Cotton Belt in 1920, 
becoming also controller in 1928. He 
was serving in these capacities at the 
time of his recent advancement. 


B. S. Sines, executive representative of 
the Southern Pacific, with headquarters 
at San Francisco, Cal., has been ap- 
pointed vice-president of the S. P. of 
Mexico, with heaquarters at Guada- 
lajara, Mex. A photograph of Mr. 
Sines and a sketch of his career ap- 
peared in Railway Age of March 6, 
in connection with his appointment as 
executive representative. 


FINANCIAL, LEGAL 
and ACCOUNTING 


Charles Cook Howell, whose appoint- 
ment as senior general solicitor of the 
Atlantic Coast Line, with headquarters 
at Wilmington, N. C., was reported in 
Railway Age of March 20, was born 
in Charlton county, Ga. Mr. Howell re- 
ceived his B.A. degree from Elon Col- 
lege in North Carolina and his LL.B. 
from the University of Virginia. He 


: 


Charles Cook Howell 


has practiced law in Jacksonville, Fla., 
since 1916 and from 1925 to 1929 served 
as city bond attorney. The new head 
of the A.C.L.’s law department has 
been for several years the senior part- 
ner in the law firm of Howell, Mc- 
Carthy, Lane & Howell, Jacksonville. 
This firm is also division counsel for 


the A.C.L. 


Harry T. Newcomb has been appointed 
general attorney of the Chesapeake & 
Ohio at Cleveland, Ohio. 


G. L. Reeves, acting general solicitor 
of the Atlantic Coast Line at Tampa, 
Fla., has been appointed special coun- 
sel, with the same headquarters. 


B. D. Martin, whose appointment as 
auditor of disbursements of the Chesa- 
peake & Ohio at Huntington, W. Va., 
was reported in Railway Age of March 
20, was born and educated in Hunting- 
ton. Mr. Mortin, who is 50 years of 
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age, has had approximately 31 years’ 
experience in railroading, much of it 
in payroll and disbursements. His ex- 
perience includes managerial, super- 
visory, clerical and secretarial positions 


B. D. Martin 


at Huntington, Ashland, Ky.; and Rich- 
mond, Va. Mr. Martin was director of 
personnel statistics at Huntington before 
his promotion to. auditor of disburse- 
ments. 


OPERATING 


Marvin G. Monaghan, whose appoint- 
ment as assistant general manager of 
the Fort Worth & Denver City and the 
Wichita Valley (parts of the Burling- 
ton Lines), at Amarillo, Tex., was 
reported in Railway Age of March 6, 
was born on March 20, 1895, at Thorn- 
ton, Tex. Mr. Monaghan attended 
West Texas State College at. Canyon, 
Tex., and began his railroad career with 


Marvin G. Monaghan 


the F.W.&D.C. in 1918, as a file clerk 
in the superintendent’s office at Child- 
ress, Tex. He subsequently held various 
clerical positions, including that of chief 
clerk to the general superintendent of 
of the F. W. & D. C. and the W. V. at 
Wichita Falls, Tex. He served tempo- 
rarily as trainmaster at Wichita Falls 
in 1935, and as assistant superintendent 


at Amarillo in that year and in 19%, 
In 1942 he was appointed trainmaste 
on the Amarillo division, and on July 
1, 1947, he was advanced to assistay, 
superintendent at Amarillo, which Dost 
he held at the time of his recent ap. 
pointment. 


Maurice H. Lingenfelter, whose appoin. 
ment as superintendent of the Wilke. 
Barre division of the Pennsylvania x 
Sunbury, Pa., was reported in Railway 
Age of March 20, was born at Altoona 
Pa., and was graduated from Corne{ 
University. Mr. Lingenfelter entergj 
the service of the Pennsylvania 
June 1, 1920, as an apprentice at th 
Altoona Works. He served in various 
positions in the Motive Power depart. 
ment at Clayton, Del.; New York: 


Maurice H. Lingenfelter 


Norfolk, Va.; Erie, Pa., and Pittsburgh, 
and in 1946 he was appointed master 
mechanic at Indianapolis, Ind., trans- 
ferring to Pitcairn, Pa., a year later. 
On May 1, 1947, Mr. Lingenfelter was 
transferred to the Philadelphia div- 
sion at Harrisburg, Pa., where he re 
mained until his recent appointment as 
division superintendent at Sunbury. 


W. F. Keehn, superintendent terminals 
of the Canadian Pacific at Montreal, 
Que., has been appointed general super- 
intendent of the Ontario district at To 
ronto, Ont., succeeding G. N. Curley, 
who has been appointed general mat- 
ager of the Eastern region at Toronto. 
A biographical sketch and photograph 
of Mr. Curley appeared in Railway 
Age of August 16, 1947, page 78. 


Herbert E. Bixler, general merchandise 
manager of the New York, New Haven 
& Hartford at New Haven, Conn., has 
been appointed general superintendent of 
transportation, with the same heat 
quarters, succeeding F. J. Orner, who 
has been appointed superintendent 
freight transportation at New Haven. 


A. C. McCarthy, superintendent of trafis 
portation of the Grand Trunk Westert, 


. with headquarters at Detroit, Mich., has 


been promoted to the newly-created posi- 
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tion of general superintendent, with 
headquarters as before at Detroit. Mr. 
McCarthy is succeeded by J. H. Whelan, 
superintendent of terminals at Chicago, 
who in turn is replaced by T. D. Ash, 
trainmaster at Flint, Mich. 


A. J. Lomas, general superintendent of 
the Canadian National at Montreal, 
Que., has been appointed general man- 
ager of the Central region, with head- 
quarters at Toronto, Ont. Mr. Lomas 
was born at Spondon, Derby, England, 
on February 17, 1888, and entered rail- 
road service on July 3, 1909, as bag- 
gageman with the Canadian Northern 
(now Canadian National) at Lake 
Joseph, Ont. After serving in various 
other capacities with the Canadian 
Northern and the Canadian National, 
he became assistant superintendent at 
Hornepayne, Ont., on April 16, 1937, 





A. J. Lomas 


being transferred to Capreol, Ont., on 


February 21, 1938. Mr. Lomas was - 


promoted to superintendent of the 
Capreol division, with headquarte:s at 
Capreol, in February, 1940, and became 
superintendent terminals at Toronto, 
Ont, on June 17, 1942. He was pro- 
moted to general superintendent of the 
Montreal district at Montreal, Que., on 
July 1, 1944, which position he held 
until his recent promotion to general 
manager of the Central region at 
Toronto. 


G. F, Vanluvanee, who has been on 
leave of absence since last month, has 
resumed his duties as superintendent of 
the Philadelphia division of the Read- 
ing at Philadelphia, Pa. A. R. Nice, Jr., 
who has been acting superintendent of 
the Philadelphia division, has returned 
to the Reading division as assistant su- 
perintendent. 


M. L. Smith, assistant superintendent 
of the Missouri Pacific’s St. Louis 
Terminal division (west side of river), 
at St. Louis, Mo., has been appointed 
director of terminals—freight train 
Classification, with headquarters at St. 
Louis, succeeding J. S. Walker, assfgned 
other duties. Mr. Smith is succeeded 
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by V. A. Gordon, who has been trans- 
ferred from Dupo, Ill. J. D. Woodard, 
trainmaster at Osawatomie, Kan., has 
been appointed assistant superintendent 
of the- St. Louis Terminal division (east 
side of river), at Dupo, replacing Mr. 
Gordon. Succeeding Mr. Woodard is 
J. J. McQuade, trainmaster at Hoising- 
ton, Kan., who in tutn is replaced by 
F. Sparks, trainmaster at Salina, Kan. 
Mr. Sparks is succeeded by C. A. 
Richter. 


J. D. Eastham has been appointed staff 
assistant—operations, of the Chicago & 
Illinois Midland, with headquarters at 
Springfield, Ill. 


Paul M. Wolfe, whose appointment as 
superintendent passenger transportation 
of the New York Central at Cleveland, 
Ohio, was reported in the Railway Age 
of March 20, was born on May 18, 
1898, at Indianapolis} Ind. Mr. Wolfe 
was graduated from the public and 
technical high schools of Indianapolis, 
and attended Wabash College, Craw- 
fordsville, Ind., entering railroad ser- 
vice on July 17, 1922, with the New 
York Central as stenographer in the 
car department at Indianapolis. He be- 
came clerk in the office of the general 
superintendent transportation at Imdian- 
apolis on November 1, 1924, and secre- 
tary to general superintendent trans- 





Paul M. Wolfe 


portation at Indianapolis on August 1, 
1930. On May 1, 1931, he became in- 
spector passenger transportation of the 
Cleveland, Cincinnati, Chicago & St. 
Louis at Indianapolis, then serving in 
a similar capacity for the N.Y.C. sys- 
tem at New York from December 1, 
1941, to January 1, 1945. During the 
following ten months, Mr. Wolfe served 
as railroad specialist for the War De- 
partment at Washington, D. C., and on 
November 1, 1945, he became inspector 
passenger service of the N.Y.C. system 
at New York. He was appointed as- 
sistant to general superintendent pas- 
senger transportation at New York on 
January 1, 1946, which position he held 
until his recent appointment. 


Walter J. O’Maley, superintendent of 
the city division of the Railway Ex- 
press Agency, with headquarters at 
Boston, Mass., has been appointed gen- 
eral manager of the Mid-Central de- 
partment, with headquarters at Chi- 
cago, succeeding James G. Shannon, who 
has retired after more than 48 years of 
service. Emil J. Hardesty superintendent 
of the Detroit, Mich., city division, has 
been appointed general manager of the 
Eastern Lakes department at Cleveland, 
Ohio, succeeding John R. Marra, whose 
transfer to Boston was reported in the 
Railway Age of April 10. Gordon A. 
Mclachlan, general agent at Indianapo- 
lis, Ind., has been appointed safety di- 
rector for the Central departments at 
Chicago, succeeding George Macklem, 
who has been appointed superintendent 
of the Detroit division at Detroit, Mich. 
Leo F. Schmit, general agent at Minne- 
apolis, Minn., sucteeds the late H. U. 
Wilcox, as superintendent) of the South- 
ern Nebraska-Iowa division at Lincoln, 
Neb. M. S. Cogan, assistant to general 
manager at New York, has been ap- 
pointed superintendent of the Boston 
division at Boston, succeeding Mr. 
O’Maley. 


MECHANICAL 


W. C. Ellison, general mechanical in- 
spector of the Atchison, Topeka & Santa 
Fe at Topeka, Kan., has been appointed 
master mechanic of the Gulf, Colorado 
& Santa Fe (part of the Santa Fe 
System) at Galveston, Tex., succeeding 
F. M. Mozley, retired. Mr. Ellison is 
succeeded by James E. Benfer, general 
roundhouse foreman, with headquarters 
at La Junta, Colo. 


S. P. Byrnes, superintendent of motive 
power of the International-Great North- 
ern (part of the Missouri Pacific Lines) 
at Palestine, Tex., has been appointed 
acting master mechanic at San Antonio, 
Tex., succeeding F. E. Lacey, who has 
been granted a leave of absence due to 
ill health. H. G. Smith has been appointed 
acting superintendent of motive power, 
succeeding Mr. Byrnes. 


TRAFFIC 


J. H. Mahan, assistant district freight 
and passenger agent of the Southern 
Pacific, with headquarters at Elko, Nev., 
has been appointed district freight and 
passenger agent at Reno, Nev., succeed- 
ing Theodore Bergerson, who has retired 
after 45 years of service with the road. 


Joseph V. Maxwell, whose promotion to 
assistant freight traffic manager of the 
Fort Worth & Denver City and the 
Wichita Valley (parts of the Burling- 
ton Lines), at Houston, Tex., was re- 
ported in Railway Age of March 6, was 
born on January 6, 1903, at Madison, 
Ind. Mr. Maxwell received his higher 
education at the Central Business Col- 
lege, Indianapolis, Ind., and at extension 
classes offered by Indiana University. 
He began his railroad career in 1922 
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as a stenographer with the Cleveland, 
Cincinnati, Chicago & St. Louis (part 
of the New York Central System), at 
Indianapolis, and in the following year 
he joined the Chicago, Burlington & 
Quincy in that city as stenographer and 
chief clerk in the general agent’s office. 
He went to Detroit, Mich., in 1927, 





Joseph V. Maxwell 


becoming, successively, chief clerk in 
the general agent’s office, city and trav- 
eling freight agent in 1929 and com- 
mercial agent in 1938. Mr. Maxwell 
Was appointed general agent, freight 
department, of the Burlington Lines in 
St. Louis, Mo., in 1940, which post he 
held at the time of his recent pro- 
motion. 


A. H. Zavadil, traveling freight and 
passenger agent of the Missouri-Kansas- 
Texas, at Chicago, has been appointed 
general agent, freight department, with 
headquarters remaining at Chicago. He 
succeeds L. R. Hahn, who at his own 
request, has been transferred to Seattle, 
Wash. 


Claude W. Getty, whose appointment 
as assistant passenger traffic manager 
of the Pennsylvania at Philadelphia, 





Claude W. Getty 


Pa., was reported in Railway Age of 
March 20, was born at Eagleville, Pa., 
and entered the service of the Pennsyl- 
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vania in 1907 as a clerk. After various 
promotions he became assistant general 
passenger agent at Philadelphia in 1932 
and general passenger agent in 1940, 
holding the latter position at the time 
of his recent promotion to assistant 
passenger traffic manager. 


Reid M. Rowan, whose appointment as 
assistant traffic manager of the Texas 
& Pacific, with headquarters at San 
Francisco, Cal., was reported in Railway 
Age of February 28, was born on Janu- 
ary 3, 1895, at Shawneetown, IIl., and 
began his railroad with the 


career 





Reid M. Rowan 


Atchison, Topeka & Santa Fe in 1914. 
He later served with the Union Pacific 
and the St. Louis-San Francisco, join- 
ing the T. & P. at San Francisco in 
1922. Mr. Rowan was general agent at 
San Francisco prior to his appointment 
as assistant traffic manager. 

George H. Sheridan, whose appointment 
as traffic manager of the Canadian Na- 
tional express department at Montreal, 
Que., with system jurisdiction, was re- 





George H. Sheridan 


ported in the Railway Age of March 27, 
was born at Montreal and began rail- 
way service in the express claims office 
of the Canadian National at Montreal 
in 1923. He transferred as a clerk to 


the traffic department of the Canadian 
National Express in 1927 and seryeq 
in various clerical positions until 1942 
when he was appointed chief clerk, the 
position he held until his recent appoint. 
ment. 


Edward W. Martin, whose promotion to 
general freight agent of the Atchison 
Topeka & Santa Fe at Los Angeles 
Cal., was reported in Railway Age of 
February 28, was born on April g 
1893, at Joliet, Ill., and received his 
higher education at Michigan State Col. 
lege. He began his railroad career with 
the Pere Marquette (now part of the 
Chesapeake & Ohio) in 1918 at Detroit, 
Mich., and in 1925 he joined the Santa 
Fe in that city as city freight agent, 





Edward W. Martin 


Mr. Martin was advanced to district 
freight agent at Detroit in 1939 and to 
general agent at Minneapolis, Minn., in 
1943. In 1946 he was promoted to as- 
sistant general freight agent at Denver, 
Colo., which post he held at the time 
of his recent appointment. 


W. H. Carr has been appointed assist- 
ant general freight agent of the St. 
Louis Southwestern, with headquarters 
at St. Louis, Mo. 


C. E. Engstrom, traveling freight agent 
of the Atchison, Topeka & Santa Fe, 
at Los Angeles, Cal., has been ap- 
pointed foreign freight agent at that 
point, succeeding F. H. Beeman, whose 
death was reported in the Railway Age 
of April 10. 


Louis J. Smith, Jr., general agent of 
the Chicago Great Western, at Los 
Angeles, Cal., has been appointed west- 
ern traffic manager, with headquarters 
at San Francisco, Cal. 


Gerald D. Johnson, traveling freight 
agent of the Great Northern, at Sam 
Francisco, Cal., has been appointed get- 
eral agent at Seattle, Wash., succeed- 
ing John W. Bourke, who resigned to join 
the Department of Agriculture. 


H: T. Culp, general agent of the St. 
Louis Southwestern at Texarkana, Ark. 
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has been appointed assistant general 
freight agent at Fort Worth, Tex., 
sueceeding the late Norman Lawson. Mr. 
Culp is succeeded by S. D. Swann, gen- 
eral agent at Pine Bluff, Ark., who in 
turn is succeeded by R. H. Hubbard, com- 
mercial agent at St. Louis, Mo. 


Albert F. Hatcher, foreign freight agent 
of the Chicago, Rock Island & Pacific 
at Houston, Tex., has been appointed 
general agent at New Orleans, La. 


F. K. Beem, general agent of the Chi- 
cago, Milwaukee, St. Paul & Pacific 
at Atlanta, Ga., has been appointed to 
the newly created position of assistant 
general agent, freight department, with 
headquarters at Chicago. 


Roy H. Peterson, general agent of the 
Chicago, Rock Island & Pacific at 
Duluth, Minn., has been appointed di- 
vision freight agent at Davenport, Iowa, 
succeeding John J. Cunningham, who re* 
places Mr. Peterson at Duluth. 


PURCHASES and STORES 


L. R. Cooley, whose retirement as gen- 
eral storekeeper of the Central of New 
Jersey at New York was reported in 
the Railway Age of April 3, was born at 
Flemington, N. J., on July 19, 1877. 
After attending Flemington high school 
and Stewart Business College, Mr. 
Cooley entered railroad service on 
August 23, 1899, as a clerk in the mo- 
tive power department of the Central 
of New Jersey. On September 1, 1908, 
he became chief clerk in the motive 
power department and on September 1, 
1914, he was appointed general store- 
keeper of the C.N.J. Mr. Cooley became 
assistant general storekeeper of the 
C.N.J. and the Reading on January 1, 
1938, and was appointed general store- 
keeper of the C.N.J., on November 16, 
1943, which position he held until his 
retirement. 


ENGINEERING and 
SIGNALING 


Albert A. Johnson, whose appointment 
as assistant chief engineer of the Dela- 
ware, Lackawanna & Western at Ho- 
boken, N. J., was reported in the Rail- 
way Age of March 27, was born at 
Mansfield, Pa., on July 8, 1882, and 
attended Mansfield State Normal School 
and Lafayette College, receiving his 
vil engineering degree from the latter 
in 1907, Mr. Johnson entered railroad 
service in October, 1907, on the engi- 
leering corps of the New York Central 
at New York, serving successively un- 
til 1910 as_rodman, draftsman and 
transitman. He served as 
upervisor of track on the Eastern 
tivision of the N.Y.C. at Hudson, N. Y., 
and Pawling, from 1910 to 1916, when 
he became assistant division engineer of 
the Eastern division at New York. Two 
years later Mr. Johnson became assistant 
‘igineer in the office of the engineer 
of track of the N.Y.C. at New York 
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assistant © 


and in 1920 he was appointed supervisor 
of track at Kingston, N. Y, being trans- 
ferred to Albany, N. Y., in 1924. He 
entered the service of the Delaware, 
Lackawanna & Western in 1925 as 





Albert A. Johnson 


engineer of track at Hoboken, becom- 
ing engineer of maintenance of way on 
August 16, 1934, which position he held 
until his recent promotion to assistant 
chief engineer. 


Guy W. Harris, whose retirement as 
chief engineer of the Atchison, Topeka 
& Santa Fe System, at Chicago, was 
reported in Railway Age of April 10, 


was born on March 7, 1878, at Neosho | 


Falls, Kan. He began his career with 
the Santa Fe Pacific (now A. T. & 
S. F.) in 1898, as a rodman, and sub- 
sequently served also as_ chainman, 





Guy W. Harris 


transitman and assistant engineer at 
various points on the road. In 1906 he 
became assistant engineer in charge of 
construction work of the Pecos & 
Northern Texas and the Southern 
Kansas of Texas, at Amarillo, Tex., 
advancing to chief engineer of the 
P. & N. T. in 1909. Mr. Harris was 
appointed chief engineer of the Santa 
Fe’s Coast Lines, at Los Angeles, Cal., 
in 1912, which post he held until 1918, 
when he became corporate chief engi- 


neer of the railroad during federal con- 
trol, with headquarters at Chicago. He 
was appointed assistant chief engineer 
of the Santa Fe system in 1920 and 
chief engineer in 1928. Mr. Harris is 
a member of the American Railway 
Engineering Association, of which he 
was a director and chairman of the 
committee on publications from 1930 
to 1933. 


Charles Freeman, telegraph and tele- 
phone engineer of the Western Pacific, 
with headquarters at San Francisco, 
Cal., has been promoted to superintend- 
ent of telegraph at that point, succeed- 
ing Norman W. Menzies, who has been 
granted a leave of absence because of 
ill health. 


S. Mecllwain, assistant engineer of the 
Canadian National at Allandale, Ont., 
has been appointed division engineer of 
the Allandale division, succeeding W. 
E. Mellor, transferred. E. T. Gove, assistant 
to engineer maintenance of way at To- 
ronto, has been appointed assistant dis- 
trict engineer of the Northern Ontario 
district at North Bay, Ont. 


E. Osland, assistant engineer of the 
Atchison, Topeka & Santa Fe at Chi- 
cago, has been appointed office engi- 
neer at that point succeeding F. S. 
Hewes. whose death was reported in 
Railway Age of March 20. 


SPECIAL 


John R. Tucker, whose appointment as 
personnel manager of the Virginian at 
Norfolk, Va., was reported in the Rail- 
way Age of April 3, was born on 
October 7, 1902, in Nottoway county, 
Va. Mr. Tucker entered railroad ser- 
vice with the Virginian, becoming 
caller at Victoria, Va., on October 31, 
1918, and yard clerk there six months 





John R. Tucker 


later. On August 31, 1925, he was ap- 
pointed assistant timekeeper in the 
superintendent’s office at Victoria. From 
January 30, 1942, to October 8, 1945, 
he served as chief clerk to general yard- 
master, assistant yardmaster, acting 


(793). 77 











general yardmaster, general yardmaster, 
yardmaster and night general yard- 
master, all at Sewalls Point, Va. On 
the latter date Mr. Tucker became gen- 
eral yardmaster at Roanoke, Va., and 
on December 15, 1947, he was appointed 
assistant personnel manager at Norfolk, 
which position he held until his recent 
promotion to personnel manager. 


W. A. Gammon, assistant vice-president 
of the Santa Fe Trail Transportation 
Company (subsidiary of the Atchison, 
Topeka & Santa Fe) has been appointed 
also assistant general manager of the 
Santa Fe’s department of highway motor 
transport, with headquarters at Chicago. 


Richard L. Miller, fuel inspector of the 
Southern, with headquarters at Har- 
riman, Tenn., has been promoted to 
safety supervisor at Birmingham, Ala., 
succeeding Carlton Blackman, resigned. 


Lee A. Parker, assistant superintendent 
of the Railway Express Agency, with 
headquarters at Salt Lake City, Utah, 
has been promoted to superintendent of 
the Central California division, with, 
headquarters at San Francisco, Cal., 
succeeding C. M. Hall, resigned. 





R. J. Murray, special agent of the Great 
Northern, with headquarters at Will- 
mar, Minn., has been promoted to chief 
special agent, at St. Paul, Minn., suc- 
ceeding the late M. J. Wegener. 


OBITUARY 


James Gilmore Carlisle, director of in- 
dustrial development of the Missouri 
Pacific, with headquarters at St. Louis, 
Mo., died at the M. P. hospital in that 
city on April 3. Mr. Carlisle was born 
on January 19, 1873, at Irwinton, Ga., 
and began his railroad career in 1891, 
in the office of the general agent, Cen- 
tral of Georgia, at Macon, Ga. He later 
served there successively as clark, solic- 
iting agent, traveling passenger agent 
commercial agent and division freight 
agent. In 1912 he went to Savannah, 
Ga., as assistant general freight agent, 
being advanced to general freight agent 
in 1917 and to assistant freight traffic 
manager in the following year. Follow- 
ing World War I he left the C. of Ga. 
to become engaged in activities outside 
the railroad field. On September 1, 1924, 
he joined the M. P. as general freight 
agent, at St. Louis, advancing in 1927 
to director of industrial development, 








the post he held at the time of hs 
death. 






Colin Macrae Ingersoll, retired consy}, 
ing engineer who participated jn the 
early development of the New Yo, 
New Haven & Hartford, and served , 
its chief engineer from 1900 to 1M 
died on April 7 at his home in Salisbury 
Conn., at the age of 89. 


Allan Wodsworth Carpenter, who served 
as engineer of bridges, engineer 
structures and assistant valuation engi. 
neer of the New York Central befor 
his retirement, died on April 9 x 
Yonkers (N. Y.) Professional hospita, 
at the age of 75. 


M. J. Wegéner, chief special agent of 
the Great Northern, at St. Paul, Minn, 
died on March 28. 





Norman Lawson, assistant  gener| 

freight agent of the St. Louis South. 

» western, with headquarters at For 
Worth, Tex., died on March 3. 


John E. (Jim) Clark, assistant freight 
trafic manager of the Chesapeake & 
Ohio at Chicago, died suddenly of a 
heart attack at his home in that city 
on April 13. 





OPERATING REVENUES AND OPERATING EXPENSES OF CLASS I STEAM RAILWAYS 


Compiled from 127 monthly reports of revenues and expenses representing 131 Class I steam railways 
(Switching and Terminal Companies Not Included) 


FOR THE MONTH OF JANUARY 1948 AND 1947 
United States 


Eastern District 


Southern District Western District 





Item 


















Ratio of expenses to revenues (per cent) 








*Decrease, deficit, or other reverse item. 


1948 
Miles of road operated at close 
ee are re 227,218 
Revenues: 
DE SCC EG bes chin eae auew aie $613.361,412 
0 Seer er 80,896,924 
ee a ee 15,137,647 

Express....... OTe Se 7,883,915 

All other operating revenues...... 33,454,889 
Railway operating revenues..... 750,734,787 

Expenses: 

Maintenance of way and structures 102,436,923 
PN hous 5s o6ss06en ese 10,280,022 
Neer 488,754 
Deferred maintenance.......... *331,884 
Amortization of defense projects 142,290 
ED ih adis cue bees sae nus 5,298,030 
NE Eee ee ccanus one ah deen 86,559,711 

Maintenance of equipment....... 140,488,112 
eee a er re 19,831,983 
ES een *67,981 
Deferred maintenance and major 

TRIN sox Ss.5 sas nt 'ba5e heb *412,272 
Amortization of defense projects 1,226,309 
PNR 6s 04's bin 04 be os 0-0 495,547 
PE Ss cine di sie Ss55s 6b wink 119,414,526 

; i ee ae 15,477,728 

Transportation—Rail line......... 323,241,290 

Miscellaneous operations......... 11,673,822 

OS ee eee 22,537,641 
Railway operating expenses..... 615,855,516 

Net revenue from"railway operations 134,879,271 
Railway net accruals.............2. 79,004,455 

OE ES SSS 30,995,009 

Federal income taxes............ 23,863,324 

BR Cee CARES. aso secs ccscevese ° 24,146,122 
Railway operating income...... 55,874,816 

Equipment rents—Dr. balance...... 10,975,244 
Joint facility rent—Dr. balance..... 3,602,420 
ilway operating income... 41,297,152 


















1947 1948 1947 1948 1947 1948 1947 
227,572 53,701 53,732 46,149 46,254 127,368 127, 
$551,131,914 $230,157,364 $209,768,538 $135,047,436 $123,275,953 $248,156,612 $218,087.42 
82,451,243 41,593,554 40,529,940 - 13,706.767 15,114,61 25,596,603 26, 
11,118,796 5,446,395 3,916,816 2,714,629 2,035,119 6,976,623 5, 
8,980,634 1,406,610 2,594,996 1,808,342 1,576,780 4,668,963 4 
31,947,347 14,786,630 14,263,133 5,813,368 5,318, 12,854,891 12 
685,629,934 293,390,553 271,073,423 159,090,542 147,320,503 298,253,692 
96,753,586 38,839,045 30,803,894 22,510,483 20,462,312 41,087,395 
10,104,367 4,361,864 4,314,419 1,784,334 1,732,357 4,133,824 
46,305 113,268 149,366 50,8 1,755 24,612 
*207,247 *10,131 *38,923 *159,575 *22,820 *162,178 
107,078 13,295 11.700 43,3 28,701 85,609 
4,627,661 1,985,800 2,362,482 1,824,948 1,043,382 1,487,282 
71,775,422 32,374,949 24,004,850 18,966,516 17,608,937 35,218.246 
126,207,457 59,645,902 54,548,543 28,454,197 25,970,784 52,388,013 
18,781,866 7,830,184 7,581,575 4,425,862 4,088,012 7,575,937 
*19,238 *106 *1,735 *54,351 *3,532 ¥*13,524 
*236,845 ......... *1,809 *96,531 *72,702 *315,741 
1,258,930 452,429 476,408 238,664 251,307 535,216 
46,862 106,593 56,180 295,637 363,736 93,31 
105,975,882 51,256,802 46,437,924 23,644,916 21,343,963 44,512,808 
13,729,537 5,090,247 4,729,293 3,502,336 2,957,762 6,885,145 
281,616,686 137,872,371 122,846,180 62,068,25: 53,437,261 113,300,666 
10,944,369 4,488,762 4,085,392 1,924,402 1,694,017 5,260,658 
meranee 8,718,796 7,688,629 4,886,676 4,252,489 8,932,169 
539,120,864 254,655,123 224,701,931 123,346,347 108,774,625 237,854,046 
146,509,070 38,735,430 46,371,492 35,744,195 38,545,878 60,399,646 
75,131,474 26,909,359 25,546,445 18,828,343 19,120,059 33,266,753 
28,489,905 12,945,277 11,889,093 151,154 624, 11,898,578 
23,944,532 5,433,397 4,795,059 7,442,037 8,708,050 10,987,890 
22,697,037 8,530,685 8,862,2 5,235,1 4,787,433 10,380,285 
71,377,596 11,826,071 20,825,047 16,915,852 19,425,819 27,132,893 
9,414,447 957,569 ,586, *1,053,6 ¥*63,891 7,071,285 
3,464,288 1,839,274 1,700,979 524,227 609,468 1,238,919 
58,498.861 5,029,228 537, 17,445,235 18,880,242 18,822,689 
78.6 86.8 82. 77.5 73. 79.7 


Compiled by the Bureau of Transport Economics and Statistics, Interstate Commerce Commission. Subject to Revision. 
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Tuis locomotive is a unit of power. It illus- 
me of his 


trates a significant fact. Where the amount of 





ad Consyl. 
ted in the 
lew Yo 





power that can be packed into a single unit is im- 
| portant—where you want 6000, 8000, even 10,000 











| served y ; 
0 to 1K ‘i horsepower in one engine—the steam locomotive 
Sali : ; 

~ pereet is unchallenged. 
who served 
ation eh We build such locomotives—steam locomotives 
eer - like this that have developed 8,000 horsepower 
Pri at 
al hospital, and can do more. We will continue to do so. They 
. are fine pieces of machinery. Modern in every 
1 agent 
aul, Mim, respect, they are establishing remarkable records 

for economy, reliability and low maintenance. 

t general 
uis South. 
< Rat Don’t sell these steam giants short. They have 
ant. frei their place—and in their place are unsurpassed. 
sapeake 4 
lenly of a 
1 that city 










LIMA 
HAMILTON 


CORPORATION 


DIVISIONS: Lima, Ohio — Lima Locomotive Works 
Division; Lima Shovel and Crane Division. Hamilton, 
Ohio — Hooven, Owens, Rentschler Co.; Niles Tool 
Works Co. 





















PRINCIPAL PRODUCTS: Locomotives; Cranes and 
shovels; Niles heavy machine fools; Hamilton diesel 
and steam engines; Hamilton heavy metal stamping 
presses; Hamilton-Kruse automatic can-making ma- 
chinery; Special heavy machinery; Heavy iron cast- 
ings; Weldments. 
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Colorado & Southern. . 


Ft. Worth & Denver bi i a a ee oa E 





Built — 1928 

Type 4-8-4 

Service — Passenger and 
Freight 


Cylinders 30” x 30” 
Driving Wheels 80” 
Boiler Pressure 230 Ibs. 
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FRANKLIN RAILWAY SUPPLY COMPANY 


STEAM DISTRIBUTION SYSTEM 
AUTOMATIC FIRE DOORS °* DRIVING BOX LUBRICATORS °* STEAM GRATE SHAKERS ° FLEXIBLE JOINTS * CAR CONNECTION | 


NO. 3752 

























modernized with 
The Franklin System of 
Steam Distribution |... TYPE B 





On February 4th, Santa Fe’s modernized 4-8-4 type locomotive, 
No. 3752, re-entered service and is being used on both freight and 
passenger runs. 

This locomotive is equipped with the Type B Franklin System of 
Steam Distribution as described in Franklin Bulletin No. 28 and as 
demonstrated at the Atlantic City and Chicago Conventions. Crank- 
supported Driving Gear Boxes are used, and one intake and two 
exhaust poppet valves are employed for each end of each cylinder. 

In addition to fuel and water savings and increased horsepower, 
Santa Fe is looking forward to time saving made possible by quicker 
acceleration and higher operating speeds on grades. With the simplicity 
of this design, with all drive parts located on the outside, and with 
improved drifting conditions, valve-gear and machinery maintenance 
will be reduced and locomotive availability substantialy increased. 
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In the modernization of many oil-burning locomotives, they are 
being equipped with Security Circulators. The arrangement of 
circulators shown in the sketch — five in the firebox and one in 
the combustion chamber — is designed expressly for a class of 


4-8-4 oil-burners. 





Located right in the path of the hot gases, Security Circulators 
are very effective elements for speeding evaporation. There is a 
continuous circulation of water from the side water-legs, through 


the Circulators, over the top of the crown sheet. 
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SLICKER 


THAN A WHISTLE 1” 


are the honed inside 
surfaces of 


HSGI 
Diesel Liners 


Yet—close inspection reveals the 
“cross-hatched” surface so essen- 
tial for lubrication and proper 
break-in of piston rings. 








In Diesel maintenance it is foolish to compromise with quality— 
especially when it comes to liners. You need a material you 
know about. That means dense, uniform, heat-resisting Hunt- 
Spiller Gun Iron, long a mainstay for steam locomotive cylinder 
bushings and now preferred for Diesel liners. One reason for 
HSGI’s longer life is its excellent machining qualities which result 
in a superior mirror-like finish. 


; Sessile HSGI liners are made for all types of Diesel engines. They may 
Hunt-Spiller are exclusive railroad sales E z 
representatives for Double Seal Piston be had completely finished with the bores honed, or chrome 


Rings made for Diesel and other serv- . . : mere " 
sesh Deus Seak-dthies see iat: teams plated. Also furnished in rough castings for finishing in your 
Hunt-Spiller Air Furnace Gun Iron. own shop. 





Hunt-Spiever Mr. Corporation 


N. C. RAYMOND, President E. J. FULLER, Vice-Pres. & Gen. Mgr. 


383 Dorchester Ave. * South Boston 27, Mass. 
Canadian Representatives: Joseph Robb & Co., Ltd., 4050 Namur St., Montreal 16, P.Q. 
Export Agents: 

{nternational Rwy. Supply Co., 30 Church Street, New York 7. N. Y. 
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Nalco No. 37 Diesel Cooling System Treatment 
effectively prevents scale and corrosion ..now improved 
to inhibit all types of galvanic corrosion including 
the most active Aluminum Copper couple. 


Nalco No. 37 comes in 20 oz. cans or in 100 lb. lever 
pak drums. Recommended dosage for all cooling system 
use is 0.4 ounces per gallon of water. Naocometer 
or Nalco DCT Color Comparison Test provides rapid means 
of checking treatment strength to insure proper protection. 


Nalco Bulletin No. 471 gives additional information. 
For complete details write: 


NATIONAL ALUMINATE CORPORATION 
6216 W. 66th Place, Chicago 38, Ill. 
Canadian inquiries should be addressed to: 
Alchem Limited, 555 Eastern Ave., Toronto, Ontario 


The Complete System of Water Treatment 


Way as outs 


Section of Diesel cylinder wall show- 
ing waterside corrosion that occurs 
without protective treatment. 


No water is safe...even deminer- 
alized or distilled water requires 
Nalco treatment for positive 
protection against corrosion. 
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THE WEATHERSTRIP THAT HAS NO EQUAL 


For airtight end door sealing, a vital factor in maintaining 
optimum air conditioning on its new passenger coaches, The 
Pennsylvania Railroad uses Bridgeport Inner-seal weather- 
stripping. Of unique design, a live sponge rubber bead is vul- 
canized for life to a woven flange of tough spring steel wire 
and cotton thread, making Inner-seal resilient and flexible. 
It molds itself into every crevice to seal out drafts, grime, damp- 
ness and noise. It’s easy to install even around sharp angles 
and compound curves. And, for applications such as this, 
Inner-seal may be provided with a neoprene coating which is 
highly resistant to abrasion, sunlight, oil and extreme tempera- 


ture variations. 


Inner-seal is made in many standard sizes and colors or may 
be designed specially for your requirements. Write today for 
data sheet giving complete information. 


Tough spring steel wire 


molded for life into live BRIDGEPORT b, CONN. 


sponge rubber Est. 1837 
Represented in Canada by 
. The Holden Co., Ltd., Montreal, Toronto, Winnipeg, Vancouver, B. C. 
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Seals End Doors on Pennsylvania Coaches 





Current Publications 


PAMPHLETS 


Review of South American Railroads iy 
1947, by Seymour T. R. Abt. Seven pages, 
Issued by the Office of International Trade 
United States Department of Commerce. 
Available from the Government Printing 
Office, Washington 25, D. C. Price, five 
cents. 

Following an introduction dealing with 
long range trends of South American rail- 
roads in general, Mr. Abt proceeds to dis- 
cuss railroad conditions in Argentina, Bra- 
zil, Bolivia, Chile, Uruguay, Paraguay, 
Peru, Ecuador, Colombia and Venezuela 
This study also appeared in the Railway 
Age of December 20 and December 27, 
1947, 


Accident Bulletin No. 115 Calendar Year 
1946. 119 pages. Prepared by the Bureau 
of Transport Economics and Statistics, In 
terstate Commerce Commission. For sale 
‘by the Government Printing Office, Wash- 
ington 25, D. C. Price, 40 cents. 

Contains a summary and analysis of acci- 
dents on steam railways in the United 
States during the year 1946. 


Horses to Horsepower; a Study of the 
Effect of the Motor Truck on American 
Living, by Franklin M. Reck. 48 pages, 
illustrations.* Published by the Automobile 
Manufacturers Association, New Center 
Building, Detroit 2, Mich. Free. 

This pamphlet is an evaluation of the 
role of the truck and highway in our trans- 
portation pattern. Beginning with the 
growth in the use of trucks, subsequent 
chapters discuss new markets for farmers, 
smalltown, U.S.A., trucks for cities, trucks 
on the highway, trucks the public seldom 
sees, and ventures in initiative. 


Pamphlet No. 10—Methods for Batten- 
ing Car Doors as Protection Against Dam- 
age by Weather, Cinders, Etc. Prepared 
by the Association of American Railroads. 
May be obtained by writing the Secretary 








of the Freight Loading and Container Sec- 
tion, A. A. R., 59 E. Van Buren st., Chi- 
cago 5, Ill. 

Pamphlet No. 10 is a reprint of former 
information with regard to the proper bat- 
tening of car doors for protection in tran- 
sit, with the majority of illustrations re- 
drawn and reproduced in larger size than 
heretofore. 


ARTICLES IN PERIODICALS 


Problems in Writing the History of 
Large Business Units. Bulletins of the 
Business Historical Society, February 
1948, pp. 3-35. Published by the Business 
Historical Society, Inc., Soldiers Field, 
Boston, Mass. 

During the meeting of the American 
Historical Association at Cleveland, O., 
last December, the Business Historical So- 
ciety and the American Historical Associa- 
tion held two joint meetings devoted to 
the subject “Problems in the Writing of 
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the History of Large Business Units.’ 
Three papers presented at one of the ses- 
sions constitute this issue of the Bulletin. 
The first, by Dr. Ralph W. Hidy of the 
Business History F oundation deals with 
the importance of the history of the large 
pusiness unit ; the second, by Dr. Henrietta 
M. Larson, also of the foundation, con- 
giders the availability of records; and the 
third, by Professor Richard C. Overton of 
Northwestern University, is devoted to the 
problems of writing the history of large 
business units with special reference to 
railroads. An abstract of this latter paper 
appeared in the Railway Age of February 


14, page 343. 


The Pennsy’s Predicament. Fortune, 
March, 1948, pps. 84-93, et seq. Published 
by Time Inc., 540 N. Michigan Avenue, 
Chicago. Single copies, $1. 

In complete and clearly written manner 
Fortune has outlined the troubles recently 
experienced by the Pennsylvania. These 
include such things as costs which increase 
faster than rates, a problem common to 
all railroads, the cost of doing business 
in such expensive places as New York 
City and its environs where large freight 
and passenger terminals are maintained, 
the shortage of modern motive power, and 
the war and its aftermath (in terms of 
greatly increased freight and passenger 
trafic and its effect on track and equip- 
ment, the large number of employees that 
went into service and had to be absorbed 
and up-graded upon their return, and 
broken-down and worn-out equipment). It 
stresses particularly the expansion of traf- 
fic without a corresponding increase in 
plant, a condition which has been develop- 
ing since 1939, when the road is said to 
have reached its peak of operating effi- 
ciency. The article is optimistic, however, 
for the future of the railroad and explains 
what it is doing to regain its former 
efficiency. In a supplementary article the 
complex corporate structure of the com- 
pany is outlined, 


Transport — Artery of the Economy, by 
D. Svetov and A. Korneyev. U.S.S.R. In- 
formation Bulletin, March 31, 1948, pp 181- 
182. Published by the Embassy of the 
Union of Soviet Socialist Republics, 2112 
ee ave., N.W., Washington, D. 


_ Improvements in Soviet transport dur- 
ing the first two years of the current Five- 
Year Plan (1946, 1947) are discussed in 
this article. It says the Soviet railway 
workers are determined to fulfill the five- 
year program in four years. In Novem- 
ber, 1947, 512 big trunk lines reached the 
goals of the second year of the Plan ahead 
of schedule. The railways of the North- 
western area loaded more than 100,000 cars 
of various freight over and above the 
year’s program. In passenger service, the 
carrying capacity already exceeds that of 
the prewar period and reaches the antici- 
pated level of 1950—the last year of the 
Five-Year Plan. Large-scale work has 
also been carried out in the repair and re- 
abilitation of the railways and their equip- 
ment. 
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Graybar distributes every type and size of lamp required to 
light your entire railroad. They range from 2000-watt lamps 
for yard floodlighting to miniature bulbs for flashlights. Included, too, 
are headlight lamps and signal lamps. They’re all G-E, so you get the 
best quality and the longest service. 

Graybar maintains lamp stocks near railroad centers throughout the 
nation. With a single order, you can obtain all the kinds of lamps you need. 

Graybar’s Railroad Specialists understand your needs. Our Lighting 
Specialists are qualified to give expert advice in the choice of filament, 
fluorescent, or mercury lamps and lighting units for yards, platforms, 
roundhouses, pits, tunnels, stations, shops, or offices. These men can impar- 
tially recommend the correct lighting equipment for your needs, from the 
most complete selection of lamps and lighting units available anywhere. 








There are similar reasons why it pays to have Graybar provide your pole- 
line supplies, communication equipment, wiring materials and supplies, 
repair-shop electrical apparatus, and electric tools. For facts about any- 
thing electrical, we invite you to call our nearest office. Graybar Electric 
Company, Inc. Executive offices: Graybar Building, New York 17, N. Y. 

4837 


OFFICES AND WAREHOUSES IN OVER 100 PRINCIPAL CITIES 


60,000 ELECTRICAL ITEMS ARE DISTRIBUTED 

















Satco-Faced 
Locomotive 
Driving Box 






Engine Truck, 
Trailer, Tender 
and Passenger 
Car Journal 
Bearings 


Means COOLER BEARINGS 


Satco bearing metal has a lower coefficient of fric- 
tion than conventional bearing metals, and its 
satin smooth finish still further reduces friction 


... resulting in cooler running bearings. 
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